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Dearer Coal and its Repercussions 
10 per cent increase in the price of coal that will 


A come into force on March 2 has been estimated to 
cost the Railway Executive another £3,500,000 a year. The 
figure was quoted by Mr. John Elliot, Chairman of the 
Railway Executive, during a visit to Manchester on Mon- 
day, when he said that efforts would be made to offset the 
increase by greater efficiency and economy, but it would 
be very difficult to cover the amount involved in this way. 
Some of the savings already achieved by the Railway Ex- 
ecutive are set out in a leaflet issued this week, to which 
we refer in another note. Mr. Elliot’s remark that holiday 
fares would not be affected this year leaves the future in 
doubt, but many will hope that if fare increases have to be 

ght for long-distance travel, some special treatment will 
be accorded to the holiday passenger. The increased cost 
of coal will be in the minds of all at the forthcoming hear- 
ing of the application for the B.T.C. Passenger Charges 
Scheme, 1953. Announcement of the increase was followed 
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at once by an application from the Iron & Steel Corpora- 
tion to the Minister of Supply to authorise an immediate 
increase in iron and steel prices to cover in full the addi- 
tional costs to the steel industry caused by dearer coal, 
which have been estimated at some £7 million a year. 
There is no reassuring answer to the question when this 
spiralling process will end, for the National Coal Board has 
a deficit of £6 million to carry forward into its accounts 
for 1952, and has stated that these accounts themselves 
may be expected to disclose a considerable deficit 


Reporters for 16th International Railway Congress 


E LEVEN questions are scheduled for discussion at next 

year’s session in London of the International Railway 
Congress Association. The reporters include members of 
British, Irish, Indian, and South African railway administra- 
tions. In Section 1, Way & Works, Dr. F. F. C. Curtis, Archi- 
tect, the Railway Executive, is one of two reporters on 
modernisation of station buildings. Mr. S. B. Warder, Chief 
Officer (Electrical Engineering), the Railway Executive, will 
deal with electric traction systems in Section 2, Locomotives 
& Rolling Stock; while in the same section Mr. C. T. Long, 
Assistant C.M.E. (Motive Power), South African Railways, 
will collect material on improving steam locomotive effici- 
ency. Radio communication will be covered under Section 
3, Working, and the territories which include North 
America, with its many developments in this field, will be 
covered by Mr. S. G. Hearn, Operating Superintendent, 
L.M.R., and Mr. J. H. Fraser, Chief Officer, Engineering 
(Signal & Telecommunications), the Railway Executive. 
Under the General Section, No. 4, Mr. F. Lemass, of Coras 
Iompair Eireann, is undertaking a survey of recruitment. 
The Fifth Section, covering light and Colonial railways, will 
consider wear of rails on curves, and protection of electrified 
systems from various electrical phenomena. Mr. Venka- 
taramayya, Chief Structural & Permanent Way Designer, 
Central Standards Office, Indian Railways, is a reporter on 
the first of these subjects, and Mr. T. S. Pick, Electrical 
Engineer, L.T.E., on the second. 


Productivity and National Well-Being 


@ OME of the misconceptions concerning productivity 
were the subject of an address to members of the 
Institute of Transport, by Mr. Harold Watkinson, M.P., 
Parliamentary Secretary, Ministry of Labour, on Tuesday 
last. Mr. Watkinson pointed out that one of the most com- 
mon feelings about productivity was that it was something 
that applied to the other fellow; this would have to be over- 
come if, as he believed, the nation was to save itself by its 
own exertions and not by the assistance of others or by 
borrowed money. Greater productivity, which in essence 
is no more than a word for personal efficiency, was the only 
way by which the national wealth could keep pace with 
greater demands and the only way by which this country 
could support fifty million persons. The Chancellor of the 
Exchequer was faced with a practically irreducible bill of 
£2,500 million for matters such as defence, education and 
health, and his margin was therefore small; an increase of 
1 per cent in the national income would present the Chan- 
cellor with not less than £45 million, and Mr. Watkinson 
believed that an advance of 10 per cent was a possibility. 
There was only one way in which the national income could 
be increased—by greater productivity. He was convinced 
that there was no wide gap between the productive efficiency 
of this country and of the United States of America; there 
were differences in the structures of industry but one of the 
advantages enjoyed by British industry. was the craft skill 
of its workers; he did not think that the Americans should 
be too chary of opening their markets to our goods and he 
hoped that progress towards this might be made shortly. 


Railway Economies 
HE variety and magnitude of the steps taken since 1948 
by British Railways to effect savings in working ex- 
penses, including maintenance, are shown in a leaflet issued 
by the Railway Executive, entitled “ Some Notable Econo- 
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mies,” it is being distributed on a limited scale to traders 
and others with an informed interest in railway affairs. 
Twenty-two examples are given of the measures which have 
resulted in savings now running at £16 million a year; they 
affect all departments. Some of the measures, such as 
central control of stationery and design of rolling stock to 
give maximum availability throughout Britain, are the result 
of unification. The number of standard locomotive types 
has been reduced to twelve—but it is probable that by now, 
without nationalisation, the four main-line companies 
would have very much reduced the number of types, many 
of them inherited from their constituents on grouping in 
1923. Other measures instanced, such as inter-Regional 
working—or, rather, extended working—of locomotives and 
crews, might well have been achieved by inter-railway agree- 
ment, a practice on the increase before the war, without 
detriment to individual railway interests and the corporate 
pride of railway companies’ employees. Others again, such 
as the reduction in locomotive failures and rapid growth 
in the use of mechanical track appliances, are improvements 
which surely would have come about on the several railways 
as the opportunity occurred. 


History Recalled in Posters 


PERIOD of national interest in the Coronation and 

the history represented by its pageantry is an appro- 
priate one in which to visit the places where so many 
episodes in this history were enacted. Four posters just 
issued by the Southern Region, some of which are re- 
produced on another page, will provide a stimulus in this 
direction both for residents in this country and _ visitors 
from overseas. The designs, by Claude Buckle, are on the 
theme of “where history lingers,” and present historic 
scenes against the background of the ancient buildings 
which were their setting in past centuries, and still remain 
to stimulate the imagination of visitors. Pictorial content 
and colouring combine in these posters to capture the 
attention, while accuracy of detail has been closely studied. 
The scenes represented are the visit of Henry VIII to 
Hampton Court in 1525, the marriage of Mary Tudor and 


Phillip of Spain at Winchester in 1554, Queen Elizabeth at ° 


Canterbury in 1573, and Charles II visiting Salisbury in 
1651. The Southern Region is to be congratulated on its 
lead in issuing posters linked with the Coronation, and on 
the manner in which the theme has been treated. 


Pre-cast Concrete Piles without Steel 


N these days of acute steel shortage it is interesting to 

read that in the U.S.A. 40-ft. 18-in. x 18-in. pre-cast 
pre-stressed concrete piles have been driven, and their pre- 
stressing rods then removed. As the piles were designed 
for building foundations with axial loading and no appre- 
ciable bending stress, it was considered that longitudinal 
steel] was necessary only to resist handling and driving 
stresses. The pre-stressing rods, four in each pile, were 
threaded loosely through steel or paper tube sleeves, and 
secured at the ends with ordinary washers and nuts. The 
first pile tested was slung at three points for lifting but 
the second at one point only, without perceptible tension 
cracks developing. For the removal of the rods an impact- 
type wrench was used to loosen the nuts, and to facilitate 
the unscrewing of the rods from the bottom nuts square 
ends were provided at the upper ends of the rods above the 
threads: Thus the only steel left in the piles was the lower 
nuts and washers (and the stirrups and dowels when used) 
and in a job involving many piles the saving in steel is 
appreciable. 


Railway Equipment for South Africa 


TATEMENTS on engineering matters made in circum- 
stances that command wide public attention are 
always liable to some degree of misinterpretation in non- 
technical circles. The remarks of Mr. P. O. Sauer, the 
South African Minister of Transport, in the House of 
Assembly on February 19, regarding locomotives from 
Great Britain and elsewhere, cannot be received with com- 
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placency in any of the countries concerned, but the crack- 
ing of frame plates in the “ 4E” class electric locomoiives 
to which he referred is a fault that can be guarded against 
in future by modifications to later locomotives in the series 
still in this country. The “4E” class was designed 
originally for the Cape Town-Touws River section at 
a time when the Hex River scheme, now suspended, was 
expected to ease the most severe gradients and curvaiure, 
On delivery, however, the first ‘“‘4E” locomotives were 
set to work on the sharp curves of the Natal main |ine, 
where difficulties have been experienced in the past with 
the operation of designs with six-wheel motor bogies. It 
is natural that railway operating authorities should prefer 
locomotives to have the widest possible availability, and if 
early experience in conditions more stringent than those 
bargained for helps towards this objective, the modifica- 
tions now being made here and in South Africa will not be 
wasted effort. 


Improving Station Frontages 


MUCH criticism of antiquated station architecture is 

based less on a study of the building as a whole than 
on certain features that catch the eye when entering and 
leaving, such as dilapidated awnings or notices that compare 
unfavourably with contemporary standards of display on 
commercial premises. The improvements that can be 
effected by attention to such details are exemplified in work 
carried out by the L.M.R. Public Relations & Publicity De- 
partment at several London suburban stations where new 
signs and modernised advertising display do much to 
enhance the general impression by giving a better appear- 
ance to those parts of the frontage in the normal field of 
view of the passer-by or the intending traveller. Few will 
regret the disappearance of a traditional canopy ornament 
consisting of a range of downward-projecting spikes looking 
like a row of teeth, particularly when broken here and there 
by gaps due to age and decay. Rectangular panels with the 
station name and train service details in modern lettering are 
a practical substitute, and more decorative by current stand- 
ards of taste. Where there is no forecourt, British Railways 
totems at right angles to the pavement, and _ internally 
illuminated at night, are valuable beacons for strangers seek- 
ing the station in an unfamiliar suburb. Some use has been 
made on railway premises in this country of signs formed 
by neon tubing, and although not popular with all, this 
method deserves to be considered when adjoining buildings 
employ colourful lighting effects. 


Rotary Valve Gear for L.M.R. Locomotives 


RITISH RAILWAYS are fitting five two-cylinder 
L.M.R. class “SMT” locomotives with Reidinger 
R.R. rotary valve gear, and the first locomotive to be 
completed, No. 42825, is now in main line traffic. The 
development follows tests made with a North Eastern 
Region three cylinder 4-4-0 class “.D49” locomotive, No. 
62764 The Garth which was so fitted in 1949. After tests 
with this locomotive at Rugby testing station, followed by 
three years’ service in passenger traffic operating, Mr. R. A. 
Riddles, Member for Mechanical & Electrical Engineering, 
Railway Executive, decided to fit five L.M.R. locomotives 
with the valve year. Four engines will have camshafts 
fitted with cams providing a pre-determined steam dis- 
tribution as ascertained by the trials carried out with The 
Garth, and the fifth will be equipped with vernier adjust- 
able cams, so that alternative independent valve settings 
can be made, and their effects investigated in a two- 
cylinder locomotive. This should result in increased 
thermal and mechanical efficiencies, reduced maintenance 
costs, and increased power and availability. 


Torque and Draught Factors in Locomotive Design 


O reciprocating unit can give the theoretically uniform 
turning motion found in an electric motor-driven 
vehicle, but the view is put forward in an article elsewhere 
in this issue that by careful design the steam locomotive 
is capable of approaching the ideal. The torque developed 
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in the reciprocating steam engine by the load on the piston 
acting through the crankpin is compounded from two ele- 
ments, each of which varies in wide limits. The torque of 
a locomotive, and simplicity of design are not the only 
important factors, but where more than two cylinders are 
to be provided, the important aspect of draught efficiency 
also calls for consideration. By a suitable disposition of 
the cranks in a 4-cylinder locomotive, eight blasts are 
obtained, giving a distinctly smoother exhaust as well as 
improved torque and a more regular pull on the fire. A 
factor favourable to the 3-cylinder engine is derived from 
the single crank in the driving axle, as against two on a 
4-cylinder locomotive. Relative torque and the disposi- 
tion of cranks on 2, 3, and 4-cylinder locomotives, to- 
gether with valve gear arrangements, are discussed. 


Transport Bill Third Reading 


HE feature of the Third Reading debate on the Trans- 
port Bill in the House of Commons on February 16 
was the penetrating speech made by Mr. James Callaghan. 
The case against the Bill has never been marshalled so 
effectively as it was in his speech. He focused the road- 
rail co-ordination issue, which he rightly stated was the 
major issue underlying the Bill, and he demonstrated that 
nothing that it was proposed to do under the Bill afforded 
any clue as to how the Government intended to solve this 
practical problem. His conclusion was: “This Bill will 
not endure.” 

Mr. Callaghan was of opinion that the Minister of 
l'ransport now knew a great deal more about the trans- 
port problem than he did when he started. One might 
also add the comment that so do the Labour Party; had 
it not been for their mistakes over the Transport Act of 
1947 there might never have been a new Transport Bill 
such as we have now. Mr. Callaghan is now seeing the 
transport issue more clearly than any other politician in 
the country—too late for it to be effective. If he is right 
that the Bill will not endure—and he probably is—there 
will be another opportunity, and he and his Party and 
supporters will have learned from the experience of the 
last five years. Meanwhile, the country must foot the bill 
and get the most it can out of it. 

The Minister—Mr. Lennox-Boyd—made an interesting 
statement on Scotland. A Scottish Transport Council is 
to be set up. It will be representative of all publicly-owned 
transport in Scotland—road, rail, sea (including Mac- 
Braynes), and air. The Chairman of the Scottish Trans- 
port Users’ Consultative Committee will be a member of 
this body. It will have no executive and financial responsi- 
bility and therefore will be advisory. Whether the repre- 
sentatives of the different forms of transport will be of the 
officer type or of the director type, is not clear. There 
will also be the Scottish Transport Users’ Consultative 
Committee as now but with the right of direct approach 
to the Minister of Transport instead of via the Central 
Consultative Committee as now. 

In the railway re-organisation scheme, while major 
questions of policy must rest with the Commission, it is 
“most unlikely” that the responsibility in Scotland will 
rest in “‘a single individual.” This seems to envisage the 
setting up of some sort of area or local committee to run 
the railways, with the officers below it. This is simply 
putting back the clock, and one may ask how the Com- 
mission can produce a scheme if matters of this sort are 
to be predetermined. are 

On denationalisation of road transport, the position ts 
still not clear. It is obvious that the Minister is very con- 
cerned about the disposal arrangements and the general 
disquiet which has been expressed. Nor is there any cer- 
tainty yet about the handling of the rump that will be left 
to the Commission; important amendments will be intro- 
duced in the House of Lords on this aspect. The 25-mile 
limit will be abolished at the end of 1954: this will be the 
date when the road and rail clash will really start, and 
the impact will be felt most severely in the London Mid- 
land, Eastern, North Eastern and Scottish Regions of 
British Railways. How this will affect the modernisation 
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of the railways which is long overdue remains to be seen, 
but it will probably lead to a tightness of money all round. 

At the end of his speech Mr. Lennox-Boyd made a brief 
comment on the future composition of the British Trans- 
port Commission. In all of his statements on this aspect 
the Minister has chosen his words carefully, and that on 
February 16 was no exception. The sentence that par- 
ticularly caught our attention was this: —‘ The alteration 
in Clause 24, now 23, relating to the composition of the 
Commission, will throw very great responsibilities on all 
the people appointed by the Minister, those experienced 
in the management of railways, road traffic or the organisa- 
tion of workers, and those conversant with the needs of 
agriculture, industry or commerce.” The significance of 
this is that it provides so little to bite on, and it is to be 
assumed it must be deliberate. 

So the Transport Bill of 1952-53 received its Third Read- 
ing in the House of Commons on February 16 by a margin 
of 39 votes. In the words of the Parliamentary Secretary 
to the Ministry of Transport, “this timely, realistic and 
progressive measure’ now passes to the House of Lords, 
where it had its First Reading on February 17. 


British Transport Developments in 1952 


N our February 20 issue we reviewed the particulars for 
the four-week period to December 28, published by the 
British Transport Commission. For 52 weeks to December 
28, Number 13 of Transport Statistics also gave aggregates 
of the four-weekly freight statistics for British Railways and 
Inland Waterways and Docks. These aggregates cover 
December 31, 1951, and exclude the three closing days of 
December, 1952. They will consequently not agree with the 
final figures for the year, but reflect the trend of develop- 
ments throughout 1952 well enough to warrant a careful 
survey. As a general rule, this article refers to these aggre- 
gates as the 1952 statistics, without repeating the limiting 
phrase “for 52 weeks.” 

In 1952, British Railways originated 282,926,000 tons of 
traffic. That was a decrease of 742,000 tons, or 0-3 per cent, 
from 1951, due entirely to the decline of merchandise and 
livestock by 3,086,000 tons (5-7 per cent). Minerals were 
up 1,543,000 tons (2:5 per cent), largely because of great 
activity in the iron and steel industry. Coal and coke for- 
wardings totalled 169,605,000 tons, a small rise of 801,000 
tons (0-5 per cent) when compared with the increase of 
3,620,000 tons in coal output for the calendar year 1952. 
British Railways carried about 75 per cent of the 226,510,000 
tons of coal produced. In 1937, the last fairly good year 
before the war for the private railway and colliery com- 
panies, coal output was 241 million tons and 188 million 
tons, or 78 per cent, were put on rail. Road and water 
transport were then beginning to divert a substantial ton- 
nage from rail and now compete intensely for a larger share 
of the products of mines. 

Wagon loadings were down by 642,000 (1-8 per cent), but 
the wagon load was consistently higher than in 1951. In 
December the average load at starting point for all traffic 
was 8-83 tons and the throughout load was 7:18 tons. Both 
figures were the highest recorded for any four-week period, 
but British Railways and the National Coal Board might 
co-operate advantageously in a campaign to improve the 
loading of coal and coke. At the end of 1951 the capacity 
of the average mineral wagon was 13-48 tons, but last year 
its load at starting point varied between 11-45 tons in April 
and 11-62 in November. Since 1948 the capacity of the 
wagon has increased faster than its load and should be used 
to better advantage at a time when a serious shortage of 
wagons is reported. 

After January, 1952, the length of haul for all classes of 
traffic shortened. Net ton-miles amounted to 22,257 mil- 
lion, a decrease of 585-8 million (2-6 per cent) and loaded 
wagon miles totalled 3,164-4 million, a decrease of 134-4 
million (4-1 per cent). This declining volume of traffic 
led to cuts of 1-3 million in freight train miles (0-9 per cent), 
842,000 in freight train hours (4-9 per cent) and 590,000 in 
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freight shunting hours (3-3 per cent). Freight train speed 
advanced from the low rate of 8:3 m.p.h. in 1951 to 8-65 
m.p.h. and would haye gone higher but for slow movement 
in the London Midland Region, which worked over 30 per 
cent of the freight train mileage. 

The table below sets out for the six Regions the percentage 
changes in the statistics for which all-line variations have 
been given and adds an estimate of the Regional freight 
train speeds in 1952, compared with 1951 performance. 


PERCENTAGE CHANGES IN REGIONAL STATISTICS 
FROM 1951 


Region 
Statistic aaa ieaeiaia: ihe anal a a in eae 
London | North | : 
Midland | Western | Southern | Eastern | Eastern Scottish 
| | 
Tons originated...) +0-1 —0-8 —7:2 +2°4 = —2:7 
Net ton-miles ...| —3-1 —4:5 -4:7 —0-9 +0°4 —2°5 
Wagons 
forwarded —0-9 —3-1 —5:4 —0:4 —-1-6 | —2-8 
Wagon miles...) —2-9 ; —S:l —3-9 2:4 —0:9 —2:9 
Freight train 
miles | —1-3 —1-6 -3:1 +0-1 +0-9 —1I-2 
Freight train 
hours —7:4 —5:-7 —4:5 3:7 —2:2 —0-1 
Freight shunting 
hours ... oe) —3°7 —3:5 | —3-2 2:3 —0:8 —5-0 
Freight train | 
speed (m.p.h.) 7°45 | 8-86 8-97 8-82 10:60 10-30 
1951 speed | 
(m.p.h.) 6:97 8-48 8-84 | 8-47 10-26 | 10-40 


It will be seen that traffic volume kept up fairly well in 
the Eastern and North Eastern Regions, which were the 
only areas to run a few more train miles. There was a sharp 
recession in freight business in the Western and Southern 
Regions, as well as a regrettable set-back in Scotland. With 
a lower density of both freight and steam coaching traffic, 
a higher freight train speed was to be expected. The im- 
provement made scarcely seems commensurate with the 
expenditure on fitted wagons for the running of additional 
“express ” freight trains. All things considered, 1952 can- 
not go down in railway history as a year of satisfactory 
progress and the horizon does not look brighter as the first 
eight weeks of 1953 pass and leave behind a tale of fresh 
impediments to smooth railway working. The consolation 
is that a simultaneous onslaught of unprecedented tempests, 
floods and snowstorms has called forth the latent resources 
of British Railways in material equipment and, above all, 
in the capacity of their experienced staff to cope with any 
and every emergency. 

The results of our inland navigations under State-owner- 
ship will not encourage the advocates of canal development. 
In an early year of this century, canals carried about 40 mil- 
lion tons of traffic; by 1937 their carryings fell to 14,358,000 
tons. In 1952 Inland Waterways originated 12,373,000 tons, 
an increase of 179,000 on 1951, but 13-8 per cent below 1937. 
The only traffic to expand was “ coal, coke, patent fuel and 
peat ” in the North Eastern Division, which accounts for 46 
per cent of Inland Waterways’ aggregate tonnage and 56 
per cent of its ton-mileage. 

Imports at docks, harbours and wharves, controlled by 
the Docks Executive, totalled 26:9 million tons, 476,000 tons 
less than in 1951, a decrease of 1-7 per cent, and about 3-6 
million tons more than in 1950. Perhaps an increase of 
253,000 tons in iron ore landed was more gratifying than 
an increase of 879,000 tons in iron and steel. The total 
imports uf ore were 3,449,000 tons and of iron and steel 
1,958,000 tons. Timber imports of all kinds totalled 
2,578,000 tons, a drop of 446,000 tons from 1951 and nearly 
a million tons below the landings at railway docks in 1938. 
More pit timber came in, but less sawn wood. The principal 
commodity, however, was oil and spirit (mineral and motor). 
The imports rose fo 9,936,000 tons, an increase of 523,000 
on 1951 and more than five times the quantity discharged at 
railway docks in 1938. 

Exports amounted to 41,033,000 tons, the highest total 
since the Docks Executive was formed. The increase on 
1951 was 5:1 million tons, or 14:3 per cent. Coal shipments 
of 29-5 million tons were higher by nearly 3-5 million 
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(13-3 per cent), but a long way below the 45-7 million tons 
exported through railway shipping places in 1938. In spite 
of the drive to enhance exports of iron and steel, last year’s 
tonnage was only 767,000 tons, compared with 807,000 n 
1951 and 1,027,000 through railway docks in 1938. In con- 
trast there was a rise in oil and spirit exports of 20 per cent 
to 7,618,000 tons; in 1938 the railway docks exported about 
500,000 tons. The import and export trade in oil and spirit 
marks the phenomenal extension of the petroleum industry 
since the war. Additional facilities for handling its products 
may be required soon at docks and wharves which are suit- 
able for such traffic. 


Railcar Possibilities in Great Britain 


VISITORS to the Continent who note the extensive use 

of railcars abroad for various types of passenger scr- 
vice frequently ask whether more traffic in this country 
could not be worked by the same means. They overlook the 
dissimilarity between conditions on the two sides of the 
Channel, and the influence in this country of weekend peak 
traffic on the choice of equipment. Hitherto the use of rail- 
cars in Great Britain has been experimental from the com- 
mercial, though not from the technical, viewpoint. Tesis 
were made before the war to find services on which railcars 
could be employed effectively, but it was only on the G.W.R. 
and the Southern (with two-coach and four-coach electric 
sets) that suitable duties were discovered. The G.W.R. 
operated 37 diesel cars of from 130 to 260 h.p. on various 
services. 

Another factor—the need to conserve national fuel re- 
sources—has now come into the picture, and early attention 
was given to alternative types of motive power after the 
formation of British Railways. A committee recommended 
investigation of detailed schemes for the use of modern 
diesel railcars for the following purposes: (1) To improve 
cross-country services connecting with trunk services on the 
principal routes; (2) to augment services both of a long- 
distance express and of an intermediate type on certain main 
lines; and (3) to improve net receipts of secondary and 
branch lines. In the course of this investigation traffic 
officers visited various European countries, and nine areas in 
different parts of British Railways were examined. It was 
as a result of this that the B.T.C. approved the expenditure 
by the Railway Executive of up to £500,000 on 16 diesel 
motor coaches, as reported in our November 14, 1952, issue. 
This initial step is experimental in the sense that the first 
series of units in the trial areas selected will establish 
whether specific British operating conditions can be met. 
Implementation of the whole programme studied by the 
committee would involve, if approved, the eventual pro- 
vision of over 100 railcar sets of two, three, or four vehicles. 

In addition to weekend peak traffic densities, British 
operating conditions set special problems in connection with 
through vehicles, and conveyance of livestock and perish- 
ables. Practical experience alone can show whether these 
needs can now be met economically with railcars. 


Railway Commercial Practice 


READTH of outlook on all matters concerning the 
function of railways as carriers besides a facility fo: 
imparting detailed knowledge lucidly are apparent in the 
second volume on “Railway Commercial Practice” by 
Mr. H. F. Sanderson. It is the subject of a short notice 
elsewhere in this issue. As dealing with freight traffic it is 
complementary to Volume I, concerned with the passenge 
and general aspects, discussed in our April 4, 1952, issue. 
The author speaks with authority; he is Assistant Com- 
mercial Superintendent of the North Eastern Region, which 
as a former Area of the L.N.E.R. and as the North. 
Eastern Railway has a long tradition of successful handling 
of freight and especially of coal and mineral traffic. 
Because the commercial railwayman should know 
much more about the traffics concerned than what is often 
thought sufficient for commercial work, coal and steel pro- 
duction are discussed in some detail, as are harbour and 
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shipping matters, agriculture, and the wool textile industry. 
‘he science of wagon supply, however, so much affects 
‘he commercial man that it deserves fuller mention than 
Mr, Sanderson makes in an otherwise competently succinct 
chapter on freight rolling stock. The many developments 
achieved and under experiment in the mechanical handling 
and palletisation of goods go far to improve the service 
which the railways can offer in competition with other 
forms of transport, and these too should be more fully 
jealt with in a textbook of commercial practice, notwith- 
standing the speed with which new developments occur. 
Without exaggerating the competitive element in captur- 
ing or retaining traffic, commercial staffs ought surely to 
be made acutely aware of the position of British Railways 
as to their share of merchandise traffic; this position may 
well become more precarious with the passage of the Trans- 
port Bill. If it is right that all concerned in securing, book- 
ig, and handling coal and mineral traffic should have some 
knowledge of the coal and steel industries, it is even more 
important that they should know the needs of traders under 
no physical or other necessity to consign by rail, and know 
thoroughly the ways in which the railways can satisfy those 
needs. It would help if the short chapter on distributive 
traders’ requirements were expanded; and the problem of 
railway users’ needs might be related to traffic handling 
methods, other forms of transport, and the bearing on this 
problem of rating questions, which is likely to increase. 
(The question of rates, as that of competition with road 
iransport, now is being debated as a part of the Transport 
Bill. Mr. Sanderson’s exposition of the basic problem of 
railway rates, written before publication of the Bill, never- 
theless is lucid and informative. 


Tasmanian Government Railways 


THE report for the year énded June 30, 1951, of the 
Tasmanian Commissioner for Transport, Mr. C. E. 
Baird, shows increases in passenger and goods traffic over 
the preceding year; most, however, of the goods increase 
occurred in the first three periods of 1950-51, because of 
the coal strike in the first three periods of 1949-50. The 
average freight haul increased from 91 to nearly 96 miles, 
compared with 47 miles in 1938-39. During the year under 
review there were two increases in freight rates, on July 1, 
1950, and February 12, 1951, notably of 25 and 20 per cent 
respectively for coal; of 20 and 10 per cent for fruit; and 
of 10 and 20 per cent for timber. The former increases 
included one of 20 per cent for wool, the rate not being 
increased a second time. The later increases included live- 
stock and petroleum products, both of 20 per cent. 
The following are some of the principal results :— 
1949-50 1950-51 


(Thousands) 
Passenger j journeys 3,230 3,182 


Passenger train mileage ... ram 909 917 
Goods and mineral ensen conveyed .. pee 770 861 
Goods ton-miles ... ode ins 67,738 79,915 
A’ thousands) 
Passenger revenue ” wie pen “ 168 
Goods traffic revenue... an aes ie ae 1,108 
Total operating revenue wid ees ae 1,139 1,347 
Working expenses Pa es one aa 1,592 1,847 
Loss on working ... ‘ mae == Par 453 50! 
Interest and pw» or SN wai ue a 263 330 


Delivery is recorded of diesel-electric locomotives, part 
of the order placed with the English Electric Co. Ltd., and 
of freight vehicles built by various Australian firms. Men- 
tion is made of the plans for the new Hobart Passenger 
Station, on which work started in 1952. 

In the circumstances prevailing in 1950-51,. the report 
points out, it would be completely unreal to regard the 
financial result of operation as an index of railway effi- 
ciency. There are indications that there has been a steady 
improvement in the efficiency of railway operations in 
recent years. Between 1938-39 and 1950-51 net ton mileage 
rose by 110 per cent, though goods and mixed train mile- 
age increased by only 30 per cent. The average freight 
paying load per goods train-mile increased from 44 tons 
to 72 tons. The density of traffic per average mile worked 
rose by 120 per cent from 57,885 net ton-miles to 130,367. 

Mr. Baird draws attention to the good effect of deliveries 
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of additional diesel-electric motive power and of wagons, 
which would enable the system to handle all traffic offer- 
ing. The new diesel railcars were expected to attract pas- 
sengers back to the railways. The inflationary trends 
apparent in 1950-51, he states, precluded improvement in 
the railways’ financial position as long as wages and prices 
continued to rise. There are, he says, “ peculiar circum- 
stances in an island State like Tasmania which justify a 
governmental policy of regarding railway losses as a form 
of social service.” If the financial results of the under- 
taking are not the only indication of efficiency, then it is 
necessary to have some measure of whether there has been 
a prudent use of manpower, rolling stock, and raw 
materials. In Tasmania, he adds, the necessary statistics 
have not been available. Action now has been taken to 
ensure that adequate records of modern railway working 
are available so that traffic officers can watch the results of 
their operations, with an incentive to better work. 


A Locomotive Rail-Stress Index 


[N general, the practice of the railway engineer is to 
specify the maximum axleload permitted, irrespective 
of wheel spacing, a method which serves its purpose with 
the conventional type of steam locomotive. Due to the 
absence of hammer-blow resulting from the elimination of 
counterbalance for the reciprocating parts, a diesel-electric 
locomotive of suitable design of a higher axleload can 
operate with equal safety over a given track. In present- 
ing his paper, “ A Locomotive Rail-Stress Index,” before 
the Western Australian Branch of the Institution of Loco- 
motive Engineers at Perth recently, Mr. C. W. Clarke, 
Assistant Commissioner (Engineering), Western Australian 
Government Railways, said it might be preferable to specify 
a rail-stress index figure, and not the maximum axleload. 
Railway bridges in British and American practice, were 
designed in accordance with standard unit loadings, and 
their adoption had facilitated bridge design greatly, and he 
considered there was a pressing need for something similar 
to indicate rail-stresses produced by a locomotive. In the 
British system, it was specified that, for convenience of 
calculation, the train load is taken as equivalent to a train 
of vehicles with axles spaced 10 ft. apart, each axle carry- 
ing a load of one unit, the first axle being spaced 5 ft. from 
the end. Taking the British standard unit loading for rail- 
way bridges as the basis, a locomotive rail-stress index 
figure for general application could be developed, and for 
this purpose a single locomotive followed by the specified 
loading was examined 

It was found, said Mr. Clarke, that the greatest rail 
stresses were produced by the vehicle axles of unit loading 
at 10 ft. spacing on the bogie vehicle axles of 1-25 unit 
loads, and that the magnitude of the rail-stress in either 
case is practically the same. In the case of the unit load 
at 10 ft. spacing, some relief of stress is afforded by adja- 
cent wheels on heavy track of low modulus of foundation. 
Nevertheless, the standard comparator might be taken as 
an isolated wheel of a specified unit load. This method 
possessed the advantage in that it was applicable for any 
wheel spacings, and the unit adopted could be expressed 
in tons for British practice or in pounds for American. 

The author reviews the method of determining the stress 
produced in a rail in accordance with the elastic theory, 
and determines the heaviest equivalent isolated wheel load 
which may be permitted on a specific rail section at per- 
missible service speed, in order that the stress produced 
in the rail will not exceed the allowable stress value. From 
this the author deduces a rail-stress index applicable for 
any given wheelbase and axle loading. The maximum per- 
missible value of the rail-stress index for a given track is 
deduced, and it is shown how the maximum speed of opera- 
tion for a given vehicle on specific track may be determined, 
in order that the allowable stress in the rail is not exceeded. 
Allowances for dynamic factors due to speed, hammer- 
blow,.and traction augment are given. To illustrate the 
advantages of adopting the locomotive rail-stress index, 
applications for specific designs of locomotives are included 
in the paper. 
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LETTERS TO 


February 27, 1953 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Diesel and Steam Locomotives Compared 


February 2 

Sir,—In the October 24, 1952 issue, Mr. R. Bell is com- 
paring very old steam engines with new diesels when he 
quotes the fuel costs per 1,000 gross ton miles of 16-3 cents 
for diesel and 31-5 cents for steam. 

Your November 14 issue shows that nearly all the diesels 
concerned are less than 12 years old and 38 per cent were 
built as recently as 1950 and 1951. Of the steam locomo- 
tives, however, 31-7 per cent were built before 1915 and 
85:3 per cent before 1930. Furthermore, apart from the 
small size and obsolete design of such old steam engines, 
they would probably be used mostly on heavily-graded 
branch lines pulling only light loads. Although fuel costs 
per mile may be reasonably satisfactory in this type of 
service, the fuel costs per 1,000 gross ton-miles would be 
very poor indeed. 

With modern steam engines it is quite a different story. 
In tests carried out on the New York Central a modern 
4-8-4 steam engine cost only $-410 per mile for coal and 
$:356 for maintenance compared with $-420 for fuel and 
$:500 for maintenance for a modern three-unit 6,000 h.p. 
diesel working the New York - Chicago run with the same 
train. Steam also accelerated this 15-car train from 0 to 
100 m.p.h. in 16:5 min. and 21:3 miles, but the three-unit 
diesel required 26:5 min. and 37:8 miles. 

It is therefore most difficult to understand why most 
American railroads persist in comparing the latest diesels 
with obsolete steam power and ignore the excellent results 
obtained from modern steam power such as that on the 
Norfolk & Western. 

Yours faithfully, 
ROGER BOLAND 
Middle Creek, Via Sarina, North Queensland 


Midland—Great Central Link Proposal 


. February 4 
Sir,—In view of the statements made by British Railways 
on the operating economies achieved in recent years, it is 
surprising that no attempt has been made to co-ordinate 
the passenger train services from St. Pancras and Maryle- 
bone to Leicester, Nottingham, and Sheflield—particularly 
as the Midland route no longer provides a useful alternative 
service to Scotland and the West Riding and has thus been 
brought into even more direct conflict with the Great 
Central line for traffic to these three Midland cities. 

In the current timetable, departures from the two London 
termini for Sheffield are practically in duplicate. For 
instance, the 9.50 a.m., 3.12 p.m., and 4.50 p.m. from St. 
Pancras have their counterparts from Marylebone at 10 
a.m., 3.20 p.m., and 4.50 p.m.! Spreading out these times 
would not, however, provide a real remedy as the total 
train service given over the two routes would seem to be 
in excess of actual need, particularly in winter. On 
January 19 last, for example, I observed the crack express 
the “ Master Cutler” leaving London with a total of 38 
Passengers in its ten coaches and it is worth remarking 
that such old-established trains as the 2 p.m. from St. 
Pancras now run on certain days of the week only. 

With the case in mind of the rival South Eastern and 
L.C. & D. railways, or in more modern times certain com- 
petitive services of the C.P.R. and C.N.R., would it not be 
better physically to connect these two routes to the Midlands 
where they are in close proximity just south of Leicester 
and at Chesterfield? The cost of making these links would 
be trifling and they would open up a first class route from 
St. Pancras to Sheffield Midland via Kettering, Leicester 
Central, and Nottingham Victoria. The distance would 
be 1594 miles, compared with 1584 via Trent, 1643 via 
Nottingham Midland, and 1644 and 169 from Marylebone 





to Sheffield Victoria via Aylesbury and High Wycombe 
respectively. 

Such a line would combine the best features of both 
the Midland and Great Central routes, putting Leicester, 
Nottingham, Sheffield, Leeds, etc., on the same line and 
in direct connection with each other through the same 
train service—which would be quite adequate if based on a 
two-hour interval timetable. 

The advantages and economies of this simple scheme 
are too many to detail here. Freight train operation in 
particular would benefit through a reduction in express 
train services over routes crowded with mineral traffic. 

Yours faithfully, 
J. D. HEWITI 
616, High Road, W.4 


Regional Boundaries 


February 17 

Sir,—I feel that Mr. Ian Allan, in his letter regarding 
regional boundaries in your February 13 issue, is a little 
pessimistic in suggesting that the Great Central main line, 
for instance, can never again appear as a whole on a sec- 
tional map. Such chopping-up of established main lines 
is one of the absurdities which it is hoped will be remedied, 
along with the promised decentralisation of areas, in the 
new Transport Bill. Whilst the details of the form this 
will take are still obscure, there seems reason to hope 
that the Regions may at the same time be readjusted to 
some extent on more rational lines, comprising as far as 
possible through trunk routes as a whole in place of the 
entirely unpractical method of attempting to divide the 
country in a way which in many cases cuts right across old 
and established through services. Such arbitrary bounda- 
ries are entirely unsuited to a great transport system whose 
operation consists largely of mass movement over well- 
established trunk routes. 

May I support, too, your plea that the new areas will be 
designated as Railways once again and that the abominable 
term Region is consigned to the scrap heap. 

Yours faithfully, 
H. C. CASSERLEY 
Ravensbourne, Berkhamsted 


Hotels Executive Catering 


February 17 
Sir,—Lest Mr. H. W. Franklin thinks that his letter in 
your February 6 issue in defence of high charges is un- 
answerable, may I as one of the lower-downs in the rail- 
way industry say that although trade union officials have 
been appointed to the boards, we have not heard in their 
high surroundings that any inefficient higher-ups are being 
made redundant; or of that spirit of agitation which 
characterised the unions before nationalisation being 
diverted to making drastic changes in the conduct of the 
business for more adequate and less costly facilities for the 
benefit of humanity generally. 
It is evident that N.U.R. has not a solution to the prob- 
lems of the industry any more than the present authorities. 
Yours faithfully, 
ROBERT W. LEWIS 
“ Beth-El,” 104, Leggatts Way, Watford 








CANTERBURY AND WHITSTABLE BRANCH REOPENED.—The Canter- 
bury West to Whitstable Harbour branch, Southern Region, 
which was closed to all traffic at the end of last year, was re- 
opened recently for goods traffic pending completion of repairs 
to flood damage on the Faversham-Birchington section of the 
Kent Coast main line. The closing of the branch, formerly 
the Canterbury & Whitstable Railway, was the subject of an 
editorial article in our issue of December 5, 1952. 
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THE SCRAP HEAP 


Flying Scotsmen 

[he introduction by British European 
Airways of £8 weekly winter tickets 
between London and Scotland has been 
a “resounding success,” according to 
Mr. Peter Masefield, the Corporation’s 
chief executive. 

In the first four weeks of their opera- 
tion--October 26 to November 23— 
7,010 passengers were carried on the 
Edinburgh and Glasgow trunk routes, 
compared with 2,620 in the same four 
weeks of 1951. During the week ended 
November 29 the figures for the 
London-Glasgow service were close to 
those for the peak week of summer.— 
From “ The Times.” 


Skunks in the Signalbox 


Two signalmen in the C.P.R. signal- 
box at Hurdman, near Ottawa, were 
assailed by a strong odour of skunk; 
when a relief arrived he found a skunk 
trapped in the point rodding below the 
ground floor. * The police were called, the 
signalmen being unable to leave their 
post to deal with the intruder, and 
arrived with a shotgun. Another C.P.R. 
employee volunteered to go down 
through the trapdoor with the gun and 
a flashlight. He fired one shot, saw a 
further movement, and fired again. Later 
he discovered he had killed two skunks. 
Evidence of the visitors was still percept- 
ible a week later, after the signalbox had 
been fumigated twice. 


Phantom Railway 


Readers have been told of the project 
in India for using a surfeit of monkeys 
to provide rickshaw traction and of the 
peregrinations from department to de- 
partment of the file on the subject. A 
correspondent who saw several years’ 
service in that country suggests that... 
it may be a leg-pull left over from the 
British administration. 


Movwdn Mansbridge 
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In his time a bored official started a 
file on the construction of a railway 
between the mythical towns of Bolonia 
and Doom-Doom, and the jest was 
treated in mock seriousness by his col- 
leagues in other departments. Plans 
were drawn up for raising capital, lay- 
ing track, providing rolling stock, right 
down to selling advertising space in 
carriages. 

The documents were minuted with 
care in Officialese though comments 
were sometimes ribald. When he left 
India the matter had gone as far as 
considering claims for the strangest 
property left by careless passengers.— 


From “ The Manchester Guardian.” 
Literary Living 
The recent institution of the Rev. 


W. V. Awdry to the parish of Emneth, 
Cambridgeshire, was appropriate in 
more ways than one. Mr. Awdry is 
well known to children as the creator of 
“Thomas the Tank Engine.” Outside 
his new vicarage runs one of the few 
remaining road-railways, the “ Upweil 
Tram.” He will have material close at 
hand for a new volume. Alas! the old 
tank-engine has recently been replaced 
by a more modern kind. I wonder if 
the Vicar’s next title will be “ Donald 
the Diesel.” — From “The Church 
Times.” 


Southern Service 

Whoever it was said “Not Angles 
but Angels” must have been talking 
about English posters, Customs men, 
and railway attendants. They have 
been taking care of us with a solicitude 
you could not hope to receive in the 
United States unless you were either the 
President or noticeably pregnant .. . 
The Southern Railway, not used to 
being confronted with people who want 
to go from Southampton to Exeter, is 
still rummaging good-naturedly in its 
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bureau drawers trying to see whether 
it can rig up something.—From “ With 
Malice Toward Some,” by Margaret 
Halsey, published by Hamish Hamilton 
Limited. 


Travel by Canal 


The British Transport Commission has 
been asked by the Inland Waterways 
Association to help in securing the pre- 
servation of the last surviving canal 
passenger packet, the Duchess Countess, 
which once plied between Stockton 
Quay and Manchester. For the last 20 
years she has been used as a houseboat, 
and now lies in a field by the canal at 
Frankton, near Ellesmere. 


Success in Advertising 


On April 22 we left London for 
Stratford-on-Avon at once although we 
had come over to England just the day 
before. When changing cars at 
Leamington we came across Mr. M and 
went together with him. After passing 
a number of local stations | was asked 
“what station is this?” and I betrayed 
the fact of my being a foreigner by 
answering “ Bovril.”.—From “A Japa- 
nese Lady in Europe,” by Mrs. Sanki 
Ichikawa, published by Jonathan Cape 
Limited. 


The Paddington Way 


I recently arrived at Paddington one 
minute late for my train to Oxford. I 
was directed to the stationmaster’s 
office, where a woman assistant went to 
great trouble to put through a tele- 
phone call to Oxford for me—refusing 
to make any charge for it. She then 
accompanied me to the appropriate 
platform for the next train. In my 
opinion helpfulness is always shown to 
travellers in difficulties provided they 
are decent about it—From a corres- 
pondent’s letter in the “ Evening 
Standard.” 
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[Reproduced by permission of the proprietors of ““ Punch” 
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OVERSEAS RAILWAY 


CANADA 
Medical Coaches for C.N.R. 


Two new medical coaches, used for 
medical examinations of C.N.R. staff, 
are to operate on the Central and Atlan- 
tic regions of the system. There are now 
six railway travelling clinics in Canada. 
Equipped to carry out vision, colour 
sense and hearing tests as well as routine 
examinations, each vehicle will enable 
200 persons to be examined a month. 
The coaches have a waiting room and 
examination room at one end, and the 
other end provide living accommoda- 
tion for the full-time company doctor 
and his wife. 


C.P.R. Earnings 


Net earnings from operations of the 
Canadian Pacific Railway rose by more 
than $4,000,000 in 1952, of which 
approximately $1,300,000 was contri- 
buted by the increase in net during the 
month of December. Gross earnings 
for the year were $457,800,000, a gain of 
$28,900,000 over 1951. Working ex- 
penses in 1952 also rose but only to 
$24,900,000, leaving net operating earn- 
ings for the year at $30,822,780. Gross 
earnings for December __ totalled 
$39,500,000, an increase of just under 
$4,000,000, and working expenses rose 
by $2,600,000 to $35,200,000. This left 
net earnings for the month at $4,300,000, 
compared with just over $3,000,000 in 
the same month of 1951. 


PORTUGAL 


Railcar Trains for Lisbon-Oporto Line 


The first of three diesel railcar trains 
ordered from Fiat of Turin reached 
Portugal by way of Spain on January 22. 
Each train consists of two power 
vehicles and a trailer which includes a 
bar-compartment. The sets are to be 
placed in service between Lisbon and 
Oporto, and will cover the distance of 
216} miles in 4 hr. The fastest trains at 
present take about 7 hr. 


FRANCE 


Long Flat Wagon 


The Arbel Company has brought out 
the prototype of a two-bogie flat wagon, 
capable of carrying an evenly distri- 
buted load of 53 tonnes, and with a 
weight on rail of 20 tonnes per axle. 
The overall length of the wagon is 
66 ft. 9 in., the length of the body inside 
end boards 60 ft. 8 in., and the width 
inside stanchions 9 ft. 

The underframe consists of one central 
pressed steel box girder, formed from 
two pressed stc_! webs (25-2 in. by 0:55 
in.) and two plate flanges each 0-47 in. 
thick. This girder was constructed in 
three sections and joined by welding, 
each section being made by cold stamp- 
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(From our correspondents) 


ing on a 3,500-tonne pressing machine. 
The central girder is connected to the 
lateral side-sills by transverse brackets; 
the joints are riveted. 

The object of the company has been 
not only to construct an extra-long flat 
wagon to carry an evenly distributed 
load, but also to increase the weight of 
loads of reduced length which can be 
carried. Thus loads can vary from 36 
tonnes spread over a length of 11 ft. 
6 in. to the maximum of 53 tonnes over 
a length of 45 ft. 11 in. or more. The 
tare of the wagon is 27 tonnes. 


Protection of Substations 


Accidents have been caused in substa- 
tions on S.N.C.F. electrified lines by 
throw-over switches, put in the “ off” 
position to enable work to be done on 
the station equipment, falling into the 
“on” position without the knowledge 
of the workman concerned. 

A safety device designed by two 
S.N.C.F. electricians enables the throw- 
over switch to be held firmly in the 
“ off” position. A paper tube coated 
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three-phase rings of the switch; this 
tube is supported by an adjustable S3ake- 
lite, metal, and wooden framewo:k ge- 
cured to the electrical equipme::t on 
which work is proceeding. 

A special prize was awarded io the 
inventors, who also received the per- 
sonal congratulations of Monsieur 
Louis Armand, General Manager of the 
S.N.C.F. 


WESTERN GERMANY 


Fast Railcars for Zugspitze Railway 


Fast railcars are to be placed in service 
on the Zugspitze mountain line in 
Bavaria leading from Garmisch-Parten- 
kirchen, on the electrified Munich-Inns- 
bruck line, to Hétel Schneefernerhaus 
Station near the summit of the Zugspitze 
(8,692 ft.) in the Bavarian Alps. The 
new railcars will halve the travelling 
times. The Swiss Locomotive & Machine 
Works will be responsible for the 
mechanical portion, and M.A.N. (Mas- 
chinenfabrik Augsburg-Niirnberg) and 
A.E.G. (Allgemeine Elektrizititsgesell- 
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The Anhalter Station, Berlin, which was cut off by the Russians in May, 1952. 
The station was formerly used by services to Dresden, Leipzig, and Central and 


. Southern Europe 
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schaft) are to supply the motive power 
equipment. 

rhe line, built between 1928 and 1930 
is some 124 miles long; at Grainau- 
Badersee, about halfway, adhesion 
working gives place to rack-and-pinion 
working. A ropeway runs from Schnee- 
feraerhaus, where the hotel is railway- 
owned, to the summit of the Zugspitze, 
the highest peak in Germany, which is 
also crossed by the Austrian frontier. 


Civil Engineering Programme 


Unfavourable weather and shortage 
of steel hampered the civil engineering 
activities of the Federal Railways during 
the winter. Mainly because of frost 
and snow, the permanent way pro- 
gramme for 1952 had not been fully 
completed by the end of the year. 
Among the latest construction works is 
a new signalbox for the main line traffic 
at Hamburg-Altona Station, replacing a 
wartime emergency box. 

Among station buildings largely com- 
pleted in 1952 are those at Mannheim, 
Kassel, Ulm, Trier, Wuppertal, and 
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Freudenstadt. The reconstruction of 
the headquarters building of the Frank- 
furt Region is also almost completed. 
New goods sheds have been put into 
service at Nuremburg (Schweinau) and 
Dieringhausen. 


BELGIUM 


Forthcoming Works 


The Administrative Council of the 
National Railways has approved the 
floating of a loan of fr. 1,500 million for 
further works. These will include major 
earthworks at Liége-Guillemins Station 
where two tracks, required for the elec- 
tric services from Brussels, have been 
put out of action by a landslide which 
destroyed the retaining wall. Tenders 
are to be approved shortly for the en- 
largement of the goods shed at Turn- 
hout, the restoration of Overboelare 
Tunnel on the Charleroi-Grammont 
line, and for the erection of the over- 
head for the electrification of the 
en and Louvain-Malines 
ines. 
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IRELAND 


Debate on Vote for C.LE. 


Mr. Sean Lemass, Minister for In- 
dustry & Commerce, in reply to the de- 
bate on the supplementary estimate for 
£1,000,000 for transport and marine 
services, said that the Board of C.LE. 
was convinced that the main line rail- 
way system was the backbone of public 
transport, and he agreed with this. C.L.E. 
had plans for capital investment and 
changes in its system of working which, 
on its showing, would wipe out losses. 
Most of the money now voted was re- 
quired to meet losses incurred by C.L.E. 
which had not been provided for. 

Mr. Lemass told the Dail that C.LE. 
had met his request for a plan, and he 
agreed that with the aid of diesel power 
a long-term scheme for capital re-equip- 
ment could enable the company to 
operate without undue loss. He men- 
tioned that a saving of £1,000,000 a year 
on oil fuel and that a further saving of 
£500,000 could be made in maintenance 
charges with the use of diesel units. 








Publications Received 


British Diesel Locomotives and Rail- 
cars. London: Locomotive Manu- 
facturers’ Association of Great Britain, 
82. Victoria Street, S.W.1. 104 in. x 
8 in. 48 pp. Illustrated. No price 
stated.—This is the catalogue of pro- 
ducts of the members of the Internal 
Combustion Group of the L.M.A., and 
covers diesel-electric, diesel-mechanical 
and diesel-hydraulic locomotives from 
10 to 2,000 b.h.p. for all classes of ser- 
vice; and over 50 different locomotive 
models and several railcar types from 
the 17 makers concerned are illustrated. 
The purpose of the book is to provide 
a semi-technical reference book for 
British Government commercial repre- 
sentatives overseas, and for leading rail- 
way Officials throughout the world, to 
show in broad lines what is available 
to meet their requirements, though all 
makers also prepare, and construct to, 
special designs. 


Railway Commercial Practice. Vol. I: 
Freight. By H. F. Sanderson. London: 
Chapman & Hall Limited, 37, Essex 
Street, W.C.2. 8} in. x 54 in. 312 pp. 
Illustrated. Price 30s.—In his second 
volume, the subject of editorial com- 
ment on page 228, as in the first, which 
dealt with the general and passenger 
aspects and was reviewed in our issue 
of April 4, 1952, the author does not 
confine himself to what generally is con- 
sidered railway commercial work. He 
discusses many operating matters ger- 
mane to commercial practice, and out- 
lines the transport problems of the coal 
and other basic industries of this coun- 
try, of agriculture, and of other railway 
users in a lucid and readable manner. 
Both volumes, as Mr. David Blee, Mem- 
ber of the Railway Executive for com- 
mercial matters, suggests in his preface, 
will appeal to a wide circle of transport 
men, providers and users alike. The 
scope of Volume II is large: the sub- 


ject matter embraces the iron and steel 
trade, British ports, the wool textile in- 
dustry, railway rates, claims, demurrage, 
the “ unentered ” problem, C. & D., pal- 
letisation, nominated loading, types of 
wagon, private sidings, and traffic 
sketches. More and better illustrations, 
it is to be hoped, will help readers of 
future editions: little can be learnt from 
a photograph of the Majestic (long since 
defunct) in a floating dock at an unspeci- 
fied port (actually Southampton). Some 
reference is made in the author’s preface 
to the Transport Bill, with its far-reach- 
ing proposals as to the relationship of 
road and rail traffic and to charges. 


Plastic Refractories—Details of a super- 
duty refractory compound of a stiff 
malleable consistency are given in 
an illustrated leaflet issued by the 
Morgan Crucible Co. Ltd. Known as 
M.R. Plastic Mouldable, the material 
has an alumina content of 60 per cent. 
and is particularly recommended for 
service at high temperatures where 
severe spalling or slagging is experi- 
enced; it has a maximum operating 
temperature of 1,650 deg. C. Typical 
uses include burner openings, crucible 
furnace linings and covers, lining of in- 
spection and access doors in high tem- 
perature furnaces, forming special 
shapes in situ, and patching of furnace 
walls. 


Aluminium Paste. — Considerable de- 
velopments have taken place in recent 
years in the formulation of aluminium 
paints, and much has been learnt of 
their behaviour in conditions of ex- 
posure. To keep abreast of these 
developments the Northern Aluminium 
Co. Ltd., in its book “ Alpaste,” deals 
with the subject in a practical manner 
which should be of considerable assist- 
ance to users. The subjects include the 
application by spraying or brushing, 
drying, stoving, dip and flow coating, 


and so on. Pre-treatment of surfaces is 
also described, with physical properties 
relating to weight, coverage, capacity, 
and electrical properties. The book is 
fully illustrated. 


Railway Track & Structures and Rail- 
way Locomotives & Cars.—These are 
the new titles of our United States con- 
temporaries Railway Engineering & 
Maintenance and Railway Mechanical & 
Electrical Engineer respectively. The 
publishers, the Simmons - Boardman 
Publishing Corporation, feel that the 
new names, which came into effect on 
January 1, describe more fitly the 
character of the field covered. 


Special Purpose Steels ——An illustrated 
booklet issued by the Parker Foundry 
shows stages in the production of cast- 
ings at the company’s works. A table 
is given of the mechanical properties 
and typical applications of eight Parker 
special-purpose steels suitable for many 
purposes in the electrical and general 
engineering industries. Applications of 
Parker castings are illustrated, including 
faceplates for a high speed lathe, and 
the axleboxes, end frames, and buffer 
of an industrial electric locomotive. 


High-Voltage a.c. Traction Equipment. 
—British Insulated Callender’s Construc- 
tion Co, Ltd. has published a descrip- 
tion, with numerous illustrations, of the 
Overhead equipment installed ex- 
perimentally on a section of the Lan- 
caster-Heysham-Morecambe line, where 
experiments with 50-cycle traction 
equipment are now in progress. This 
trial installation was referred to in our 
December 26, 1952, issue. The brochure 
provides an interesting pictorial review 
of the types of light and simple overhead 
structure that can be achieved by modern 
technique when advantage is taken of 
the small-section contact wire that can 
be used with a high-voltage a.c. system. 
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Flexible Rail Clip for F.B. Track 


Fixing for use with concrete, steel or wooden 
sleepers, and particularly suitable for welded track 


FURING the current year the French 

National Railways estimate that 
they will use over three million rubber 
soleplates in conjunction with a type of 
flexible rail clip that has been evolved 
in the course of intensive research into 
dynamic and vibrationary phenomena 
in permanent way. The form of doubly 
elastic fixing now being adopted on so 
wide a scale (1,500,000 were installed in 
1952) is shown in the accompanying dia- 
gram. It was first used mainly on con- 
crete sleepers, but later extended to 
wooden sleepers and generally adopted 
for the latter purpose in 1952. The 
basic type of clip, known as the R.N., 
is Suitable for concrete, metal, or hard- 
wood sleepers (teak, quebracho, etc.). 


INSULATING PLATE>—— 


thrust of the lower one. The resultant 
of these forces is approximately vertical 
and sufficiently free from load stresses 
to allow the loop to be supported 
directly by the concrete or hardwood 
sleeper. Even on small-radius curves, 
only the outer shoulders of the recesses 
require metallic reinforcement. 


Action when Tightened 
Before the nut is tightened, the upper 
blade of the clip is straight and only its 


tip rests on the foot of the rail. During 
tightening it assumes the curvature 


shown, until a sudden increase in resis- 
tance informs the operator that the cor- 
rect pressure has been applied. The 
clip then provides an elasticity in the 
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Insulated (left) and non-insulated (right) rail fastenings using the R.N. 
flexible steel clip 


For other woods a similar fastening, the 
R.N. clamp, is available. Both have 
been developed by the technical staff 
of the Usine des Ressorts du Nord, at 
Douai, working in close collaboration 
with engineers of the S.N.C.F., who 
supervised the laboratory and perma- 
nent way tests. 

On the right of the diagram is shown 
the method of securing the rail with the 
R.N. clip when no electrical insulation 
is required. The clip consists of a heat- 
treated, manganese-chrome, spring-steel 
blade which is doubled back on itself 
and drop-forged so as to form an upper 
and lower leaf connected by a rounded 
portion in the shape of a spring “ eye.” 
The upper, and longer, portion of the 
blade exerts pressure on the foot of the 
rail to hold it in contact with the sole- 
plate and sleeper, while the lower, 
shorter branch faces the edge of the rail 
to resist transverse thrusts. A bolt, or 
in some cases a coachscrew, secures the 
clip to the sleeper. 


Recess in Sleeper 


The curved “eye” rests in a recess 
specially formed in the sleeper, which 
reinforces the gripping action of the 
upper blade and assists the resistance to 


upwards direction that is complemen- 
tary to the downwards elasticity of the 
grooved rubber soleplate, and forms a 
resilient, shock-absorbing mounting of 
the rail on the sleeper. 

On the left of the diagram is seen the 
R.N.T. type of attachment, in which a 
Tecalemit insulating plate is interposed 
between the clip and the rail. The de- 
gree of insulation thus obtained is 
superior to that afforded by wooden 
sleepers and enables this type of fixing 
to be used with concrete or steel sleepers 
on track-circuited lines. It is also a 
precaution against the effects of earth re- 
turn currents on electrified sections. 


Clamp for Wooden Sleepers 


The R.N. clamp for wooden sleepers 
differs from the clip already described 
in having a longer blade, so as to be less 
stiff and prevent fatigue of the coach- 
screw. There is no lower portion to 
check transverse movement of the rail, 
because with wooden sleepers this is a 
function of the coachscrews and the 
shoulders of the steel soleplates. A 
grooved rubber soleplate may be used 
in addition. An interesting application 
of R.N. clamps was on a masonry via- 
duct at Nimes, the state of repair of 


which was such that it was necessary to 
minimise shocks, particularly as the 
structure was in the middle of the town 
and there had been complaints of noise 
and vibration. 

In this instance at Nimes the rails 
have been welded as well, and the result 
has been entirely satisfactory from the 
points of view both of maintenance and 
of suppressing the previous inconveni- 
ence to residents near the railway at this 
point. 


Use on Welded Track 


The combination of rubber soleplutes 
and R.N. fixings has been proved to 
afford a very strong and _= secure 
anchorage of the rail on sleepers of all 
kinds, resistant to the vibrations of ex- 
press traffic. With the rail held so firmly 
in contact with a rubber soleplate hav- 
ing a high coefficient of friction, it can 
no longer creep longitudinally without 
bringing the sleepers along with it and 
these are firmly anchored in the ballast. 
In this way it has ben possible to secure 
the most difficult essential condition for 
welding rails over great lengths. 

After a period of careful experiment 
and measurement, the S.N.C.F. are now 
engaged on welding over lengths that 
have increased from year to year. When 
the current year’s programme has been 
completed there will be more than 625 
miles of welded track in France. The 
developments in rail fixing methods de- 
scribed in this article are therefore con- 
tributing to a technique of considerable 
importance both as regards the increase 
of life of all track materials, and the 
great reduction in maintenance costs 
which results from doing away with rail 
joints. 


SIDNEY-BARTON LIMITED.—The new address 
of Sidney-Barton Limited is Broadway 
Chainbers, 7, Ludgate Broadway, London, 
E.C.4 (telephone City 5391). 


ROAD HAULAGE ASSOCIATION : DE- 
NATIONALISATION INQUIRY.—Some 3,000 
members and ex-members of the Associa- 
tion are being asked to help form a 
national concept of the way in which 
the nationalised road haulage under- 
taking should be divided. The inquiry 
is being made through the 15 main 
Area offices of the R.H.A., which 
points out that the Transport Bill is 
expected to become law by early April. The 
Association wishes to be in a position to 
give full assistance to the forthcoming 
Road Haulage Disposal Board by suggest- 
ing suitable transport units for sale. Pro- 
spective purchasers are asked to give de- 
tails of the type of unit, vehicles, and pre- 
mises for which they would be prepared to 
tender on the understanding that they do 
this without committing themselves. They 
are also asked inter alia for their views on 
their former businesses since nationalised; 
and if they would be prepared to share 
with other purchasers some of the larger 
premises occupied by the B.T.C. 
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Problems of Locomotive Torque 


HAT steam has big advantages in 
railway traction is obvious to the 
most casual observer, or this form of 
motive power would have been super- 
seded long ago. Electric traction also 
has many valuable assets, though not all 
that are claimed for it, and in this study 
of the torque aspect of steam loco- 
motive design it will be conceded at the 
commencement that no reciprocating 
unit can give the theoretically uniform 
turning motion found in an electric 


motor-driven vehicle. That a steam 
locomotive is capable of approaching 
very closely to the ideal is the point 
which is emphasised here, and in the 
notes which follow the writer shows 
what he considers to be possible. 

The torque developed in the recipro- 
cating steam engine by the load on the 
piston acting through the crankpin is 
compounded from two elements, each 
of which varies between wide limits. 
Steam pressures fall from a maximum 
in the region of the dead centre to a 
low value at the point where exhaust 
is completed and compression begins, 
while the effective length of the crank— 
the virtual arm—rises from practically 
zero at the dead centre to its maximum 
of half the cylinder stroke when the 
crank is on the top centre, falling again 
to zero at the opposite dead centre. 


Torque Variation 

In a typical case before the writer 
the torque of each cylinder in a two- 
cylinder locomotive varies from zero 
to over two million inch-lb. at its 
maximum, while the combined tractive 
force at the rail varies between 66,000 
and 101,000 (approximately) in every 
revolution of the crank at a speed of 
5 m.p.h. under certain combinations of 
steam pressure and cut-off, a variation 
of over 50 per cent when based on the 
minimum value, the maximum being 
1:25 times the mean tractive force. 

As a result of the changing values 
referred to, it is reasonable to assume 





Positioning of cranks and its 
relation to engine performance 


By Geo. W. McArd, A.M.I.Mech.E. 


that the drawbar pull, which it is the 
main function of any locomotive to 
produce regardless of the type of power 
unit adopted, will be a fluctuating 
quantity in a steam locomotive, and a 
comparatively uniform value where pro- 
pulsion is by motor drive. In the latter, 
however, certain slight variations in 
torque are caused by the bouncing effect 
which is continually occurring to all 
the driving wheels as these traverse rail 
joints, points and crossings, the pressure 


CENTRE 


b C 


Fig. 1\—Crank locations for 2, 3 and 4-cylinder locomotives 


between the gear teeth rising and falling 
as the relative position of pinion and 
wheel alters. 

On the other hand, a factor favour- 
able to the modern main-line steam 
engine is its mass, thus damping out 
many variations in the pull and thrust 
to which a lighter engine would be more 
sensitive. Although this factor is highly 
beneficial so far as the drawbar pull 
counts, wheel tyres suffer through the 
variation in pressure at the contact of 
wheel and rail, other factors also 





coming into operation here which 
involve considerations of wheel balanc- 
ing, and this may assist or aggravate 
the wear of driving tyres and their use- 
ful service life. 

The effect of the engine mass on the 
drawbar pull is an interesting study, but 
does not come into play until speed 
begins to rise. Dynamometer diagrams 
at low speeds reveal definite variations 
caused by fluctuations of crank effort, 
as might be expected, but as the speed 







R.H.0u 


rises the momentum effect of the weight 
of the engine gradually comes into play 
and the wavy character of the diagram 
flattens out into a more or less straight 
line. With a similar object a heavy 
flywheel is mounted on the driving shaft 
of a stationary steam engine, the uneven 
toique, often due to a single large 
cylinder, being ironed out by the fly- 
wheel effect, and a relatively even torque 
transmitted to the main shaft line. 
Advocates of the 3 and 4-cylinder 
type of engine do not as a rule stress the 
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Fig. 2—Tractive effort curves for 2-cylinder locomotive 
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CRANK POSITIONS 


Fig. 3—Tractive effort curves for 3-cylinder locomotive 


value of these units on account of the 
more even turning moment at speed, 
but rather when starting a load from 
rest, and the benefits which accrue in 
cther directions from.the use of lighter 
driving mechanisms. Strangely enough, 
considerable discussion took place 
among earlier designers of the auto- 
mobile engine when the departure was 
made from the single and twin-cylinder 
designs, and notwithstanding — the 
efficient operation of the 4-cylinder 
engine from the point of torque, the 
6-cylinder motor is even better. 
Designers of these engines have 
standardised the parts for each cylinder 
—connecting rods and pistons, for 
example—and complete units are in 
service having 4, 6, 8, 12 and 16 
cylinders driving a single crankshaft. 
One well-known maker builds his 
engines according to the power 
required and engines with 4, 5, 6 and 
more cylinders have been put into ser- 
vice by this firm for many years past. 


Draught Efficiency 


As good practice in British locomotive 
design has always favoured the loco- 
motive with the fewest parts—cylinders, 
driving gear, cranks, and so on—this 
policy would seem to support the case 
for the 3-cylinder locomotive in prefer- 
ence to the 4-cylinder engine, assuming 
the fact to be admitted at the outset 
that a 2-cylinder unit for heavy main- 
line duty can be improved upon. But 
simplicity and the torque of a loco- 
motive are not the only important fac- 
tors, and where more than two cylinders 
are to be provided the further very im- 
portant aspect of draught efficiency calls 
for consideration also, and where six 
blasts per revolution of the driving 
wheels occur with a 3-cylinder loco- 
motive, by a suitable disposition of 
cranks on the 4-cylinder type, eight 
blasts per revolution are obtained, and 
give a distinctly smoother exhaust, as 
well as improved torque and a more 
regular pull on the fire. 

A factor favourable to the 3-cylinder 


engine is derived from the single crank 
in the driving axle as against two cranks 
for the 4-cylinder locomotive, and the 
axle is more easily designed on this ac- 
count with generally lower stresses for 
a similar tractive effort. More room is 
available for the three vital bearings, 
and improved thicknesses for the crank 
webs. 

Before examining the _ relative 
torque curves of 2, 3, and 4-cylinder 
engines, some basis must be accepted 
from which to work and it is proposed 
that each type of engine shall develop 
similar tractive power at the rail, and 
operate under identical boiler pressures, 
with the same wheel diameter and crank 
throw, loads at the rail being ample for 
adhesion. Let the approximate tractive 
power be around 38,000 lb., coupled 
wheel diameter 6 ft. 24 in., and crank 
throw 13 in. 

Two further assumptions must be 
made, namely (1) that in the 3-cylinder 
class the cranks will be evenly spaced, 
or if any variation is made in the rela- 





February 27, 1953 


tive inclination of the inside anc out. 
side motion centre lines, the position of 
the inside crank will be corrected to suit; 
and (2) that for the 4-cylinder classes 
the adjacent cranks for the firs: unit 
examined will be at 180 deg. to each 
other with the two inside cranks at 9 
deg. to one another, and the r.h. crank 
leading. 

For the second 4-cylinder class inside 
cranks will be at 90 deg. to each other 
(with the r.h. crank leading), anJ the 
outside cranks following, at 135 deg, 
spacing, their adjacent (inside) cianks, 
Cylinder diameters will be 22 in. for 
the 2-cylinder class, 18 in. for the 3. 
cylinder, and 154 in. for the 4-cyiinder 
engines, and the steam pressures at the 
different crank locations taken fiom a 
theoretical indicator diagram. The 
effects due to the length of connecting 
rods and inertia have been negiected, 
Fig. 1 illustrates the crank locations for 
each of the four engines to be examined, 
Figs. 2, 3, 4, and 5 the developed curves 
for each class, and Fig. 6 the resultant 
rail curves combined for each of the 
four types. 

From Fig. 6 it-will be evident that 
comparatively little difference is notice- 
able between the 2-cylinder and the first 
of the two 4-cylinder classes, there being 
four peaks of approximately similar 
height in each case. It becomes obvious 
that in the third type of engine the ad- 
vantages lie rather in the smaller cylin- 
ders and the lighter strain occurring in 
the driving members, rather than in any 
advantage of a more even torque. In 
the 3-cylinder diagrams (Fig. 3), how- 
ever, the peaks are greatly reduced, and 
in the 4-cylinder engine with right and 
left-hand cranks staggered at 135 deg. 
to each other, the curve is almost com- 
pletely flattened out. 

In Figs. 2 and 4 there are four bad 
spots in the resultant curves, in which 
the tractive effort is at its lowest ebb, 
each of which represents a difficult point 
for starting a heavy train. In Fig. 3 
there are three such points only, and in 
Fig. 5 there are practically none. In 
examining the four resultant curves seen 
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Fig. 5—Tractive effort curves for 4-cylinder locomotive, with adjacent cranks 


spaced at 


in Fig. 6, it is interesting to note the 
variations between the maximum and 
minimum tractive force values of each 
class of engine when the mean tractive 
force is used as a base. These are as 


follow :— 
Per cent above or 
Case below mean tractive 
force level 
Above | Below 
¢.—2-cylinder class dah 15-5 14-5 
b.—3 ‘ woe én 8-6 | 7-4 
c.—4 , (opposed | 
cranks) 14 | 14:5 
d.—4 » (cranks at | | 
135 deg.) | 52 | 2:7 


It will also be seen that while the 
maximum torque in the second 4-cylin- 
der engine (case d) is practically the 
same as in the 3-cylinder (case 5), the 
minimum is well above that found in 
the 3-cylinder unit, resulting in the more 
nearly even torque of case d—a torque 
which will compare very favourably 
indeed with that obtained in electric 
traction, and will provide a locomotive 
offering advantages in higher accelera- 
tion, more effective use of the adhesive 
load provided, low mechanical resist- 
ance (or, conversely, higher mechanical 
efficiency), and less strain on the track. 
In this latter connection it may be pos- 
sible to increase appreciably the adhe- 
sive load permitted per axle, and thus 
restore, for many services, the 4-4-0 type 
of locomotive as a 4-cylinder unit hav- 
Ing a greater coupled axle load—a dis- 
tinct gain from many angles. 

In a 4-cylinder locomotive with adja- 
cent cranks opposite, the reciprocating 
parts virtually balance each other if the 
effects due to connecting rod angularity 
and the various transverse arms be 
neglected, as usually has been done for 
this class. This leaves revolving weights 
only to be considered, and these can be 
balanced easily and completely in each 
Wheel, since the masses are lighter on 
account of the smaller cylinder bores. 
If cranks are staggered as in Fig. 1 (a), 
reciprocating masses only are affected 


135 deg. 


seriously, and if these must be balanced 
the chief disadvantage will be the slight 
dynamic augment introduced by the 
counterweight for 30 per cent or 40 per 
cent of the lighter masses. 

Frequently today reciprocating mass 
balance for fast-running heavy engines 
is disregarded, as its effect only becomes 
serious at high rail speed, when the 
momentum is ample to cancel out the 
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lack of balance, and by the omission of 
this counterbalance the track benefits 
and the excellent torque of the engine 
is more advantageously used. So far 
as stresses are concerned, these may be 
kept lower with greater ease where a 
154 in. diameter cylinder serves as com- 
pared with two 22 in. or even an 18 in. 
cylinder. 

An additional gain achieved with a 
4-cylinder engine having cranks as seen 
in Fig. 1 (d) lies in the eight exhaust 
impulses per revolution, affording a 
more even pull on the fire with fewer 
sparks ejected, drier steam to the super- 
heater when the engine is on heavy load 
duty, and a higher degree of superheat. 
These advantages, to a lesser degree, 
are found in correctly designed 3-cylin- 
der locomotives, and an investigation 
which the writer made some years ago 
into the effect of incorrect crank spac- 
ing on some 3-cylinder main-line ex- 
press engines yielded somewhat astonish- 
ing results. 

The question at issue concerned the 
position of the crank for the inside 
cylinder, whether that shown at (a) in 
Fig. 7 or the alternative at (b) was the 
true location to be used. Not only was 
the effect observed in the tractive force 
diagram in which maximum and mini- 
mum forces (related to the piston area) 
were found to be 142 and 88 p.s.i. for 
the incorrect spacing (a) as against 132 
and 94 p.s.i. for the correct design (5), 
but the variation was markedly notice- 
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Fig. 6—Resultant curves for 2, 3 and 4-cylinder classes 
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able in the exhaust beat, and Fig. 8 
shows the results. If the inside cylinder 
is on a different inclination to the out- 
side cylinders, the centre crank position 
must be corrected to suit, and this prin- 
ciple operates in all multi-cylinder en- 
gine design for the inside cylinder crank 
locations. 


Valve Gear Design 


Where a locomotive is to be provided 
with three or four cylinders, a problem 
to be faced is that of valve operation, 
and various alternatives are open to a 
designer. In the earlier machines a 
separate gear was provided for each 
cylinder, but in later developments of 
the 4-cylinder engine the very logical 
step was taken to provide a cross-over 
lever tor the operation of the adjacent 
inside valve, and allow the outer valve 
gear to control the two valves. 

Another way out of the problem on 
this class of machine is to effect the 
distribution of steam to the two cylin- 
ders on the same side of the engine by 
a single valve, and although the steam 
and exhaust passages tend to be some- 
what tortuous, and the scheme involves 
complicated foundry work through 
having the two cylinders in one casting 
—often, indeed, the four cylinders have 
been combined with the smokebox 
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Fig. 7—Alternative locations of cranks on 3-cylinder locomotive 


coupled with a distributive mechanism 
which should reduce maintenance costs, 
and permit accuracy of valve movement 
over long periods. 

Reference was made at an earlier 
stage to the possibility of re-introducing 
the 4-4-0 type fast passenger locomotive 
as a 4-cylinder unit, with cranks as 
shown in Fig 1 (d), and a heavier axle 
load commensurate with tracks provided 
on most British Railways long-distance 
routes. Such a locomotive should be 
capable of combining the benefits de- 
scribed above in a more even tractive 
power curve with the gains possible from 
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Fig. 8—Sequence of exhaust beats for 3-cylinder locomotive with (a) cranks 
incorrectly set, and (b) cranks correct 


saddle as a single unit—good results are 
obtained, and two sets of valve gear 
function without the additional mainten- 
ance involved by the fitting of crossover 
gear and brackets. 

Yet a further solution is afforded for 
the 3 and 4-cylinder engines by the 
provision of a system of crossover and 
floating levers on the lines adopted on 
former G.N.R. and, later, L.N.E.R. 3 
cylinder engines, and proposed by Mr. 
H. Holcroft for both 3 and 4-cylinder 
locomotives. In the writer’s opinion the 
best scheme is obtained by the use of 
cam-operated poppet valves, with which 
the benefits of the poppet valve are 


compounding—on the de Glehn system, 
for example—and a first-class poppet 
valve scheme with greatly simplified 
valve control gear. In these days of 
high cost, savings in coal and lubricat- 
ing oil would be far from negligible, and 
with a simpler machine in keeping with 
a tradition that has made British loco- 
motive designs world famous, achieve a 
reputation for the 4-coupled express en- 
gine in advance of a former reputation 
that was itself of no mean order. With 
the torque curve shown in Fig. 5 such 
an engine would be equally capable of 
starting a heavy train and of maintain- 
ing it at speed up a grade, and could 


accomplish even greater success haul- 
ing fast express trains over diilicult 
country than the old Midland Railway, 
Smith compounds were able to do when 
hauling the heavy Scotch expresses 
between Leeds and Carlisle. 


KING GEORGE VI NATIONAL MEMORIAL 
FUND.—The sum subscribed to the King 
George: VI National Memorial Fund now 
exceeds £1,050,000. This response has 
enabled the King George VI Foundation 
to be established. It is a permanent trust 
which will administer the part of the Fund 
which is being set aside for the benefit of 
young and old people. 


MaIHAK ENGINE INDICATORS.—Following 
the death of Mr. H. McAughtry of R. 
McAughtry & Son, Glasgow, Smail, Sons 
& Co. Ltd., 62, Robertson Street, Glasgow, 
has been appointed sales and service engi- 
neers in Great Britain, Northern Ireland 
and Eire, for H. Maihak, A.G., Hamburg, 
manufacturer of Maihak engine indica- 
tors. All enquiries for sales, service and 
maintenance should be directed to Smail, 
Sons & Co. Ltd., at the Glasgow office. 


New STEEL PLANT NEAR SWANSEA.—Build- 
ing licences have been granted for the new 
steel plant at Llangyfelach, near Swansea, 
and work is to begin at once. The siting 
of the works was announced some months 
ago by the Chairman of the Steel Com- 
pany of Wales Limited as one of the chief 
items in the £40,000,000 South Wales steel 
and tinplate development plan. The total 
area of the buildings will be 481,445 sq. ft. 
and the plant will be served by rail and 
road, 


AYCLIFFE STATION, N.E. REGION, TO BE 
CLosep.—British Railways regret that it 1s 
necessary to withdraw. services from 
Aycliffe Station, between Darlington and 
Durham, N.E. Region. This will be done 
on and from Monday, March 2. An 
alternative rail service for passengers to 
Darlington is available at Heighington Sta- 
tion one mile away, and the district 1s 
served by frequent bus services to Darling- 
ton, Durham and Newcastle. Parcels traffic 
will be diverted to Heighington Station, 
and the arrangements whereby “ smalls 
and full-load freight traffic are at present 
dealt with at that point will be continued. 
The only freight traffic now handled at 
Aycliffe Station is cattle food, which 1s 
taken into and delivered from store, Allter- 
native storage facilities for this traffic will 
be provided at Darlington Hopetown. 
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Progress in British Railways Punctuality 


Conditions favour an improving trend now seen 
in records compiled by the Railway Executive 


RECENT article by Mr. John Elliot, 
Chairman of the Railway Execu- 
tive, in The Manchester Guardian, men- 
tioned punctuality as one of the aspects 
of working to which much attention and 
effort are being directed. Monthly 
statistics of main-line running on all 
Regions are collected at Railway Execu- 
tive Headquarters, so that the position 
can be watched and shortcomings in- 
vestigated when they become apparent. 
Individual records are kept of express 
and other trains on each Region, and are 
tabulated to show the proportions arriv- 
ing “right time” and within 5 min. of 
booked time. 

The natural tendency wken presented 
with figures of this kind is to make com- 
parisons between Regions, but it is not 
in this light that they are considered by 
the Railway Executive, because opera- 
ting and traffic conditions are dissimilar. 
Two Regions have to operate’ Anglo- 
Scottish services covering distances of 
more than 560 miles, for example, and 
these are exposed to many more possible 
sources of delay than shorter-distance 
trains, while the necessary grouping of 
overnight services to give convenient de- 
parture and arrival times increases the 
reactions when one of the leaders is run- 
ning late. Physical characteristics of dif- 
ferent lines, proportions of freight and 
short-distance passenger to total traffic, 
and electrification are other factors 
which make direct comparisons unin- 
formative. If it was thought necessary 
to stimulate interest in main-line punctu- 
ality by competition, with inter-Regional 
trophies, it would seem necessary to set 
an easier target for some Regions, which 
is far from being the intention of the 
Railway Executive. 

The accompanying tables give main- 
line passenger train punctuality figures 
for the four weeks ended October 4 
last, a period of normal weather condi- 
tions, free from the fogs, ice, and snow 
of the later winter months. Compari- 
sons are with the corresponding period 
of 1951, and in both the “ express ” and 
“other trains ” tables the solid and very 
similar progress made by the Eastern 
and London Midland Regions is 
noticeable. 

An inter-Regional competitive spirit is 
encouraged in the matter of London sub- 
urban train punctuality in the peak 
hours, records being kept for the indivi- 
dual termini and circulated monthly 
among all concerned. Steam and electric 
figures are tabulated separately when 
services of both types occur at the same 
station. In the results for October last, 


Liverpool Street electric headed the list 
both for up and down trains, with 97-9 
and 98-0 per cent respectively of right- 
time arrivals at destination, comparing 
with 90-7 and 85-1 per cent in the same 
Broad Street was the 


month of 1951. 


highest-placed of the steam services, up 
right-time arrivals being 84 per cent and 
down 88 per cent. The up result showed 
an improvement of 7 per cent. The most 
marked improvement was shown by 
Marylebone up trains, from 65-1 to 82-9 
per cent. 

TABLE I.—_COMBINED PASSENGER TRAIN 

PUNCTUALITY FIGURES 


Four weeks ended October 4, 
with 


1952, compared 


Total number of trains 


1951 1952 
573,450 (100) 569.817 (99) 


Express trains. Proportion arriving— 


Within five 
** Right time "’ minutes of 

booked time 
1951 1952 1951 1952 


Per cent. Per cent. Per cent. Per cent. 


Steam trains ... 37-1 45-6 60-6 69-0 
Electrictrains ... 65°8 71-4 93-2 94-4 
British Railways 39-0 47-3 62-8 70-7 


Other trains. Proportion arriving “ 


1951 1952 

Per cent. Per cent. 
Steam trains... 71-8 76-2 
Electric trains ... 80-7 83-0 
British Railways 74:5 78-2 


TABLE 2.—PUNCTUALITY RESULTS BY 
OPERATING AREAS 


Express trains. Proportion arriving— 


Within five 


** Right time ”’ minutes of 
booked time 
1951 1952 1951 1952 


Per cent. Per cent. Per cent. Per cent. 
9 9 


Southern electric 65-8 71-4 3-2 4-4 
Southern steam 53-0 54:8 82-7 82-3 
Eastern «| JO 53-1 62-6 76°5 
Scottish oss] SES 52:8 68-4 69-1 
North Eastern .... 41-8 49-1 60-3 70-9 
London Midland 27-0 40:0 50-4 63-4 
Western 37-7 39-4 64:5 66°6 
Total steam ...|_ 37-1 45:6 60-6 69-0 
Total electric .... 65-8 71-4 93-2 94-4 
British Railways 39-0 47-3 62-8 70-7 


Other trains. Proportion arriving “ 


1951 1952 


Per cent. Per cent. 
Eastern electric sas 89-2 95:7 
North Eastern electric... 89-4 90:0 
London Midland electric ... 88-0 88-6 
Scottish Sin oa 84-0 84-4 
Southern steam... = 79-7 82-2 
Southern electric ... ais 77-6 80-2 
North Eastern steam es 76-2 79-7 
Eastern steam si oni 68:7 77°5 
Western on 72-9 72-6 
London Midland steam... 63-1 72:1 
Total steam poe ‘iat 71-8 76:2 
Total electric eka <i 80-7 83-0 
British Railways... eos 74:5 78:2 





Right Time ” 


Right time ”’ 


Various factors justify the hope that 
the upward trend shown in the figures 
reproduced will be maintained. There 
has been a steady improvement in the 
skill and experience of locomotive fire- 
men since the immediate post-war years, 
when resources in this respect were 
naturally much diminished. The staff 
recruitment position is also getting bet- 
ter, so that the normal channels of pro- 
motion from cleaning to firing and driv- 
ing will be progressively replenished with 
new men who have undergone their 
training in settled conditions. Arrears 
of permanent way maintenance, which 
in the past have been costly in lost time 
and in hindering its retrievement, are 
also being overtaken. 


Running in Fog 

It is an interesting sidelight on the skill 
of locomotive crews that little difference 
is discernible between the punctuality in 
fog of main lines equipped with A.T.C. 
and those without it, the reliance of 
drivers on their knowledge of the road 
being such that, when fogmen are out, 
speeds close to normal are maintained 
with confidence that the approach to 
signal locations will be recognised by 
ear. 


NorTH EASTERN REGION CHRISTMAS COL- 
LECTIONS.—At the headquarters of the 
North Eastern Region, Mr. H. A. Short, 
Chief Regional Officer, North Eastern Re- 
gion, presented on February 13 a cheque 
for £349 to York Hospitals Comforts Fund. 
The York Station 1952 Christmas Tree 
appeal received £414 Is. from all sources, 
£46 18s. 3d. more than the previous year. 
At Newcastle the Christmas appeal pro- 
duced £306 10s. 8d., and the station’s prize 
of £4 for being a “ best kept station” was 
given to the fund. At Hull the tree and 
the Mother Humber Fund produced 
£688 4s. 2d. Since the inauguration of the 
Christmas tree displays in 1935 a total of 
£34,625 13s. 6d. and 85,569 gift parcels of 
toys and books have been collected in the 
north-east for hospitals, institutions, and 
children’s homes. 


Tourist AIR FARES TO THE CONTINENT.— 
British European Airways have given de- 
tails of tourist fares in operation from 


April 1. Specimen fares from London, 
single and return respectively are: Amster- 
dam or Brussels £8 5s., £14 17s.; Basle 
£14 1s., £25 6s.; Cologne £11 15s., £21 3s.; 
Istanbul £61 10s., £110 14s.; Madrid 
£23 14s., £42 14s.; Nice £18, £32 8s.; Paris 
£6 19s., £12; Rome £27, £48 12s.; Stock- 


holm £27 15s., £49 19s. In addition there 
are special return fares for evening, night, 
or early morning flights, such as (from 
London) Brussels £10 10s.; Nice £25 10s.; 
and Paris £10. Catering on the shorter 
distance services operated at tourist fares 
will, by international agreement, be limited 
to tea or coffee, biscuits, and sandwiches. 
On longer-distance journeys simple meals 
will be provided without separate charge. 
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Reconstructed Stock for London-Southend Line 
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Reconstructed Stock for London-Southend Line 


Six four-coach 


units, each of which 


will provide 


accommodation for 19 first and 288 third class passengers 





One of the four-coach sets 


ECAUSE of shortage of steel British 
Railways were unable to carry out 
their carriage building programme for 
1952, and many of the older vehicles ia 
service could not be replaced. To meet 
the need for the replacement of rolling 
stock on the London, Tilbury & South- 
end line the Eastern Region has made 
arrangements to reconstruct on their 
original underframe 24 compartment 
type coaches, and modernise them for 
use between Fenchurch Street, Southend 
and Shoeburyness. It is expected that 
the rolling stock will shortly be placed 
in service; the third class and third class 
and brakes are being constructed at 
York and the composites and open 
thirds at Doncaster. 
The stock will be formed into six 
four-coach units, and will be placed on 





First class compartment of the composite stock 


scheduled trains which will be made up 
to the full number of coaches with exist- 
ing stock. 

Each of the four-coach units will 
accommodate 19 first class and 288 
third class passengers, and will comprise 
a third class carriage of six compart- 
ments and luggage brake, third class car- 
riage of eight compartments; open 
saloon type third class carriage with 
lavatory accommodation, and a compo- 
site first and third class carriage with 
lavatory accommodation for both 
classes. 

Considerable economy in the use of 
steel will accrue as a result of building 
the new bodies on old underframes, as 
little new steel will be used other than 
the outside steel panels. Furthermore, 
to keep to a minimum the cost of con- 








Third class compartment with lavatory accommodation 


structing the new bodies and the neces- 
sary conversion to parts of the under- 
frames, all suitable material from the 
existing stock is being used. This applies 
particularly to electrical equipment on 
the underframes, bogies, brake gear, 
and metal body fittings. 

The existing timber floors will be 
modified and existing roof supports 
will be used, and the brake equip- 
ment will be replaced with vacuum 
brake equipment. Because of the tim- 
ber body framing the inside width of 
the carriages will be slightly less than 
is normal with British Railways stan- 
dard steel stock, and to avoid reducing 
the width of the seating the gangways 
have been made narrower than usual 
in the reconstructed vehicles. 


Interior Arrangements 


As will be seen from the accompany- 
ing diagrams the layout of the first and 
third class composite carriage will com- 
prise three separate first class compart- 
ments with 19 seats, the entrance to the 
toilet being by corridor. 

The third class and third class and 
brake carriages provide seating accom- 
modation for a maximum 96 and 72 pas- 
sengers respectively, and are of similar 
design and dimensions other than the 
brake and luggage compartments. Plas- 
tic materials will be used extensively for 
interior finish, the ceilings will be of 
ivory glossy finish Traffolyte panelling, 
and walls and partitions will be in buff 
linette Formica, also having a glossy 
finish. 

The toilet compartments will be 
finished in plastic panels of primrose 
shade, and the outer surface of the doors 
of the toilets will be in Warerite plastic 
walnut panels. Each four-coach unit is 
close-coupled and fitted with short 
buffers between the carriages, and the 
outer ends of the units are fitted with 
screw couplings and long buffers. 
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Indian Station Nameboards 


Solving the problem of a 
multi-lingual travelling public 





Station nameboard at New Delhi, Northern Railway, in English, Hindi, 
Punjabi, and Urdu 


ib countries where only one language 
is written and spoken the problem of 


the station nameboard is one of colour 
and design. In the Republic of India 
there are said to be more than 200 princi- 
pal languages, apart from dialects. Even 
although many of the languages are not 
used by a literate travelling public to an 
extent sufficient to warrant station name- 
boards inscribed in them, the many 
tongues each read and written by mil- 
lions are enough to create a difficult 
problem. The following fourteen major 
languages are “recognised” for public 
use by the Government of India: 
Assamese, Bengali, Gujarati, Hindi, 
Kannada, Kashmiri, Malayalam, Mara- 
thi, Oriya, Punjabi, Sanskrit, Tamil, 
Telugu, and Urdu. Additional languages 
however are used on the railways. 

Thus in Gujarat, in the north of the 
State of Bombay, served by the Western 
Railway, the name would appear in 
English, Gujarati, and Hindi; further 
south, in English and Marathi; and so 
on. In some parts of India, more 
especially in the South, four languages 
appear on the boards. 


English and Hindi 


Until 1947, the name of the station 
was inscribed in English in the centre 
of the board, with the other languages 
at either end. As boards are repainted, 
the official or predominant language of 
the State in which the station lies is 
given prominence, with the other 
languages appearing on either side in 
somewhat smaller lettering. In 1949, the 
Constituent Assembly decided that the 
official language of the Republic should 
be Hindi, written in the Devanagari 


script, though English should continue 
to be used for all official purposes for 
fifteen years. Hindi, however, is not 
yet understood in many parts of India. 
English to a large extent still is the /ingua 
franca of the South. 


Position of Nameboards 
The usual practice previously was to 
place boards at each end of the station 
platform and at right angles to the track. 
The intention presumably was_ that 
passengers should see the name of the 


station as the train ran into the plat- 
form. The present practice is to place 
boards parallel with the track so that 
the name is visible from some disiance 
each side of the board. 

It is also of assistance to passengers 
travelling over a strange route to know 
the name of the station they are ap. 
proaching. Signal cabins, water tanks, 
and other lineside features now have the 
name of the adjacent station painted in 
different languages so as to be visible 
from the carriage window. 

Design 

The design of boards varies. The 
Bombay suburban stations on the elec- 
trified section of the Western (former 
Bombay Baroda & Central India) Rail- 
way many years ago were equipped with 
enamelled square boards with the station 
names in white letters on a dark blue 
background surrounded with a red bulls- 
eye, similar to the original London 
Underground sign. Nameboards at 
many main-line and country stations 
have black letters on a yellow ground. 


Coach Destination Boards 

Main-line trains in India are not 
boarded as fully as in Britain before the 
war. The necessity to show names in 
several languages alone precludes this. 
The choice of language is complicated 
by the many regions, each with its own 
tongue, through which a long-distance 
train may run; in the case of the 
“Grand Trunk Express ” between Delhi 
and Madras it is formidable. Normal 
practice is reported to be black lettering 
on a yellow background, as for station 
nameboards. 


Surat “‘ A” Cabin, Western Railway, opened in 1951, with station name in 
English, Hindi, and Gujarati 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. D. McKenna, O.B.E., Commercial 
Manager, London Transport Executive, 
has been appointed Chief Commercial & 
Public Relations Officer of the Executive. 


Viscount Bridgeman has been appointed 
Chairman of Vulcan Foundry Limited, in 
the place of Brigadier James Storar, who 
died on January 30. 


Lord Latham 


Chairman, London Transport Executive, 
British Transport Commission 


Lord Latham, J.P., F.L.A.A., F.C.LS., 
Chairman of the London Transport 
Executive, who has informed the Minister 
of Transport that he has decided to return 
to his professional practice when his pre- 
sent term of office as Chairman expires at 
the end of September next, became a 
member of the London Passenger Trans- 
port Board in 1935. Charles Latham, first 
Baron Latham of Hendon, who was raised 
to the peerage in 1942, was trained as 
an accountant. He was an Alderman of 
the London County Council from 1928 
to 1934, L.C.C. Representative for South 
Hackney from 1934 to 1946, and has been 
an Alderman since 1946. In 1934 he be- 
came the first Labour Chairman of the 
Finance Committee of the L.C.C., a post 
he retained until June, 1940, when he suc- 
ceeded Mr. Herbert Morrison as Leader 
of the Council. Lord Latham retired as 
Leader of the L.C.C. at the end of July, 
1947, in the same year relinquishing all 
his company directorships. Lord Latham 


is Lord Lieutenant of Middlesex. He is a 
former President of the National Union 
of Clerks, and has served on a number of 
public bodies, including the Public Works 
Loan Board (1930-46), and the Economy 
Committee appointed by the Chancellor 
of the Exchequer in 1931. When Lord 
Ashfield resigned the Chairmanship of 
the London Passenger Transport Board 
in 1947, Lord Latham agreed to carry out 
the duties of that office. He was nomin- 


ated by the President of France an Officer 
of the Legion of Honour in 1948. In 
1950 he accepted an invitation from the 
Lord President of the Council to join the 
Council of the Festival of Britain, 1951, 
and, in 1951, he was elected President of 
the Association of Certified and Corporate 
Accountants. Lord Latham became Chair- 
man of the London Transport Executive 
on its formation in 1947. 


We regret that, in our February 20 issue, 
we incorrectly stated that the Queen had 
conferred the insignia of Companion of 
the Royal Victoria Order on Mr. S. W. 
Smart, Superintendent of Operation, 
Southern Region, British Railways. The 
description of the insignia should have 
read: “ Commander of the Royal Victorian 
Order.” 


We regret to record the death, on Feb- 
ruary 17, at the age of 83, of Mr. H. 
Powell Miles, O.B.E., M.Inst.C.E., for- 


merly Divisional Engineer (Midland Divi- 
sion), L.M.S.R. 


We regret to record the death on Decem- 
ber 31, 1952, of Mr. A. E. R. Mayne. 
O.B.E., Chief Accountant, Kenya & 
Uganda Railways & Harbours, 1931-35. 
Mr. Mayne, who was 53, joined the 
Uganda Railways in 1914. He was pro- 
moted to Assistant Chief Accountant in 
1920, and Chief Accountant in 1931. 


Mr. A. A. Pryce 


Appointed Chief Mechanical Engineer, 
South Australian Railways 


Mr. Arthur Andrews Pryce, Works 
Manager, Islington Workshops, South 
Australian Railways, who, as recorded in 
our January 23 issue, has been appointed 
Chief Mechanical Engineer, on September 
15, 1952, entered the service of the rail- 
way as an Apprentice Fitter & Turner on 
March 29, 1910. In 1914 he was awarded 
the Railway Commissioner’s Scholarship 
at the School of Mines and in January, 
1916, returned to Islington as a Draughts- 
man. After three menths he was trans- 
ferred to the Engineer-in-Chief’s Depart- 
ment. In 1923, Mr. Pryce went to Peter- 
borough as Acting Engineering Assistant, 
but in 1927, returned to Islington as Plant 
Engineer. In August, 1944, he took over 
as Acting Works Manager, and on Decem- 
ber 12, 1946, became Works Manager at 
Islington. 


Mr. A. G. Englefield, Agent & General 
Manager, Barsi Light Railway Company, 
retired on December 1, 1952. 





Mr. M. S. Ahmad 


Appointed Chief, Transport Division, 
U.N. E.C.A.F.E. 


Mr. M. S. Ahmad, who has been ap- 
pointed Chief of the Transport Division, 
United Nations Economic Commission for 
Asia and the Far East, is a graduate in 
engineering, His first post in the Indian 
Railway Service of Engineers was ob- 
tained in 1929 by all-Indian competitive 
examination. He was posted to the East 
Indian Railway. During his early career 
he was associated with a number of impor- 
tant works including the construction of 
the Lucknow-Sultanpur-Zafarabad Rail- 
way, the regirdering of Jamna Bridge, the 
remodelling of Moradabad Yard including 
the Hump Yard, the construction of a 40- 
bedded Railway Hospital at Moradabad, 
the construction of MHarthala Railway 
Colony and the remodelling of a number 
of railway yards. In 1936 Mr. Ahmad 
went to England and studied railway 
economics and statistics, with special refer- 
ence to transport, in the London School of 


Mr. J. B. Figgins 


General Secretary of the N.U.R., 
who is retiring 
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Mr. Ernest Pugson 


Chief Officer (Locomotive Construction & 
Maintenance) Railway Executive, 1948-1953 


Economics & Social Science. Subsequent 
to his return from Europe and in addition 
to his normal duties, he carried out the re- 
modelling of Asansol Yard, the Kumbh 
Mela arrangements at Allahabad (provi- 
sion of additional facilities to deal with 
heavy rush of Mela traffic), repairs to 
extensive breaches caused to the railway 
track by floods in Damodar River in 1943, 
and the doubling of the railway line be- 
tween Bareilly and Lucknow (about 150 
miles). In 1942 he joined the Defence of 
India Unit as an officer and was awarded 
the Burma Star, General Service Medal 
and Victory Medal. Later in 1943 he was 
appointed as an Officer on Special Duty 
with the Supply Department, Government 
of India, at Calcutta. During 1945/1946 
he was deputed on special duty to carry 
out the C.K. Railway Survey, including 
the survey and design of a major bridge 
(about half a mile long) over the Ram- 


Mr. J. S. Campbell 


General Secretary Elect, 
N.U.R, 


‘ebruary 27, 1953 


Mr. R. F. Bonny 


Appointed Assistant District Engineer, 
Kings Cross 


ganga River. During this period he served 
on the Committee for the Colonisation of 
Ex-servicemen in the Thal Area (U.P. 
Government). Early in 1947, while work- 
ing as an engineer in Lucknow, he also 
served on tne Technical Committee for 
the Expansion of Lucknow (U.P. Govern- 
ment), and on Lucknow Municipality as 
Municipal Commissioner. After the 
establishment of Pakistan, Mr. Ahmad 
took over as Divisional Superintendent on 
the North-Western Railway at Karachi, 
where he also worked in an_ honorary 
capacity as Refugee Officer for Karachi. 
In addition, he served as member on vari- 
ous committees which included the Joint 
Water Board, Karachi; the Committee for 
Great Karachi; the Executive Committee 
of the Karachi Chamber of Commerce; 
the Advisory Body on N.E.D. College of 
Engineering, Karachi; the Karachi Port 
Trust and the First Board of the Sind 


Western Dai!y Press] [& Bristol Observer 
The late Mr. G. S. Rider 
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Government Road Transport. In 1948 he 
was appointed by the Sind Government 
as “Justice of Peace.” Late in 1949, his 
services were placed at the disposal of the 
Ministry of Defence, Government of Paki- 
stan, in the Civil Aviation Department as 
Deputy Director General. Early in 1951 
he also acted as Director-General of Civil 
Aviation. The same year he returned to 
railways, and was posted as Divisional 
Superintendent, N.W. Railway, Rawal- 
pindi, where he also served as a member 
of the North Western Frontier Province 
Road Transport Board. In September, 
1952, the Government of Pakistan placed 
Mr. Ahmad’s services at the disposal of 
the U.N. ECAFE, where he took over as 
the Chief of the Transport Division. In 
December, 1952, Mr. Ahmad represented 
ECAFE in the FAO’s Asia-Pacific Forestry 
Commission held in Singapore. 


Mr. Ernest Pugson, O.B.E., Chief Officer 
(Locomotive Construction & Maintenance), 
Railway Executive, who has retired for 
reasons of ill-health, is an outstanding 
authority on wagon stock in this country 
whose retirement will prove a great loss. 
Mr. Pugson, who will be 49 in April, was 
awarded the O.B.E. for his work in con- 
nection with carriage and wagon mainten- 
ance on the L.M.S., where at that time 
he was mainly responsible for the 
building and repairing of carriages and 
wagons throughout the whole of the 
L.M.S. system. He received his technical 
education at the Derby Technical 
College, and entered Derby Carriage 
& Wagon Works, Midland Railway, in 
1910. After passing through the works as 
a Privilege Apprentice, he was appointed 
Works Inspector in charge of the Progress 
Department in 1915, a position he held 
until 1922. In 1923 he became Assistant 
Works Manager; in 1927, Works Manager; 
and, in 1931, Works Superintendent, 
L.M.S.R., where the first all-steel and 
welded lightweight carriage stock Liver- 
pool-Southport was produced in 1937 under 
his direction to Sir William Stanier’s de- 
signs. The 16-ton all-steel mineral wagon 
at present in use was first built to Mr. 
Pugson’s direction and design, while at 
Derby, in 1945. Mr. Pugson was appointed 
Principal Assistant for Carriages & Wagons 
to the Chief Mechanical Engineer in 
August, 1941, and Mechanical Engineer 
(Carriages & Wagons) in February, 1946. 
At the beginning of 1948, after the forma- 
tion of the Railway Executive, Mr. Pugson 
was appointed Chief Officer (Carriage & 
Wagon Construction & Maintenance). 
During the early part of his career, Mr. 
Pugson worked as a junior with the late 
Mr. R. W. Reid and also Sir Ernest 
Lemon, both of whom by example con- 
siderably influenced the later course of his 
career. 


Mr. R. F. Bonny, M.A., A.M.LC.E., 
Assistant District Engineer, Cambridge, 
Eastern Region, British Railways, who has 
been appointed Assistant District Engineer, 
Kings Cross, with effect from January 19, 
1953, was educated at the Whitgift Middle 
School, Croydon, and St. Catherine’s Col- 
lege, Cambridge, where he was successful 
in gaining his degree with Ist Class Hons. 
in Mechaniéal Science Tripes. He entered 
railway service in 1930 as a graduate pupil 
in the Engineer’s office of the former 
L.N.E.R. at Kings Cross, in the New 
Works Section, transferring to the Bridge 
Office in 1931. He acted as Assistant to 
the Resident Engineer on the Shenfield 
widening scheme in 1932 and 1933 and as 
Resident Engineer on the Weelsby Road 
Bridge and Subway, Grimsby, in 1933 and 
1934, returning to the New Works Office 
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at Kings Cross in 1935. He resumed as 
a Resident Engineer in 1936 on the Valley 
Road Bridge at Nottingham and, from 
1937 until 1942, he was Resident Engineer 
in connection with New Works between 
Liverpool Street and Stratford on the Elec- 
trification scheme. In 1943 Mr. Bonny 
was appointed Chief Assistant in charge 
of the Engineer’s Maintenance Drawing 
Office at King’s Cross, holding this posi- 
tion until 1946, when he became Assistant 
District Engineer, Cambridge. 


Mr. J. B. Figgins, General Secretary, 
National Union of Railwaymen, who, as 
recorded in our February 20 issue, will 
retire on March 8, was born at Largs, 
Ayrshire, in March, 1893. He had early 
railway experience in Ayrshire and in the 
Glasgow area, and from 1924 onwards 
held many representative positions in the 
National Union of Railwaymen. He 
served as a Member of the N.U.R. 
National Executive Committee, and, in 
1938, was appointed Organiser (London). 
In 1943, Mr. Figgins was appointed Assis- 
tant to the General Secretary, N.U.R., and 
Acting General Secretary in September, 
1947. He is a Member of the T.U.C. 
General Council, the Executive Com- 
mittee, International Transport Workers’ 
Federation, and is also a member of 
catering wages boards for industrial can- 
teens, licensed hotels, and unlicensed 
hotels. 


Mr. J. S. Campbell, who, as recorded in 
our February 20 issue, has been nominated 
to succeed Mr. J. B. Figgins, as General 
Secretary of the National Union of Rail- 
waymen, joined the old Glasgow & South- 
Western Railway at Glasgow (latterly the 
L.M.S.R.), at the age of 17, and became a 
member of the Amalgamated Society of 
Railway Servants within a week or two of 
entering the service. He was appointed 
Secretary of the Glasgow No. 7 Branch in 
1919, and held the post for 17 years. He 
was one of the youngest Branch Secretaries 
in the Union at the time of his appoint- 
ment. He was an active member of the 
Glasgow & West of Scotland District 
Council, and was Secretary of that Coun- 
cil for four years. Mr. Campbell attended 
as delegate at several national Conferences, 
including the N.U.R. Annual General 
Meeting, and those of the T.U.C. and 
Labour Party. He was President of the 
National Council of Branch Secretaries 
from 1934 to 1937, and was elected a mem- 
ber of the N.U.R. Executive Committee 
for the period 1936-38, but did not com- 
plete his term of office, because of his 
election as District Organiser in 1936. 
While stationed at Doncaster he became 
a member of the Board of Directors of the 
Doncaster Co-operative Society, and also 
Vice-President of the Doncaster Divisional 
Labour Party. In 1946 he was appointed 
Chief Organiser in Ireland and, in 1948, 
was elected Assistant General Secretary 
of the N.U.R., which post he now 
vacates. 


Mr. G. S. Rider, M.B.E., M.Inst.T., 
formerly District Commercial Superinten- 
dent, Bristol, Western Region, British Rail- 
ways, who, as recorded in our February 
20 issue, died on February 13. joined the 
L.N.W.R. in the Assistant Goods Mana- 
ger’s office, Euston, in 1900, and, after pro- 
bationer training and service at Harrow 
and Northampton, he went to the Concilia- 
tion Department, Euston, in 1911. He was 
loaned to the Ministry of Munitions as 
Personal Assistant to Mr. MHoward- 
Williams, Director of Munitions (Inland 
Transport), in 1915, and received the 
M.B.E," In May, 1918, he took up an 
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appointment in the General Manager’s 
Office, but was loaned to the Controller of 
Mines in November of that year for a 
special inquiry. After returning to the 
General Manager’s Office in 1919 he was 
appointed Staff Assistant in that office in 
1920. In 1923, on the establishment of a 
General Welfare Department, which was 
entrusted with all questions affecting per- 
sonne] apart from such questions as hours 
and wages, he was appointed General Wel- 
fare Superintendent and, among his other 
activities, instituted the L.M.S. Magazine. 
In 1926 Mr. Rider became Assistant to the 
Stores Superintendent. and in April, 1931, 
he went to the Solicitor’s Department to 
assist in the administration of the Road 
Traffic Act. In October, 1931, he was 
appointed District Goods & Passenger 
Manager, Bristol, which post was later re- 
designated. District Commercial Superin- 
tendent, Bristol, Western Region. Mr. 
Rider became a Member of the Institute 
of Transport in 1932, He retired in 1951. 
His funeral, which was attended by a large 
and representative gathering of Officers of 
British Railways, together with commer- 
cial and shipping undertakings in Bristol, 
took place on Tuesday, February 17 at St. 
George’s Church, Brandon Hill, Bristol. 
In addition to family mourners, among 
those present were:— 


Railway Executive. Mr. S. E. Parkhouse, 
Chief Officer (Operating) (also. representing the 
Railway Executive). 


London Midland Region. Mr. E. S. Hunt, 
Assistant Chief Regional Officer (also repre- 
senting Mr. F. W. Watkins, Chief Regional 
Officer, and Mr. F. A. Pope), British Transport 
Commission, Mr. H. G. N. Read, Assistant 
Commercial Superintendent (also representing 
Mr. A. E. Hammett, Commercial Superinten- 
dent), Mr. G. S. Hill, Regional Welfare Officer, 
Mr. G S. Wilmott (also representing Mr. A. D. - 
Cochran, District Operating Superintendent, 
Gloucester). 


Western Region Mr. H. Bolton, District 
Commercial Superintendent, Bristol (also repre- 
senting Mr. C. Furber, Commercial Superin- 
tendent, Paddington, Mr. F. Grundy, Assistant 
Commercial Superintendent, Paddington, Mr. 
T. H. Hollingsworth, Commercial Superin- 
tendent, Scottish Region, Mr. D. H. Hawkes- 
wood, District Commercial Superintendent, 
Exeter), Mr. L. Edwards, District Operating 
Superintendent, Bristol (also representing Mr. 
Gilbert Matthews, Operating Superintendent, 
Paddington), Mr. D. M. Turnbull, District 
Operating Superintendent, Cardiff (also repre- 
senting Mr. H. H. Swift, South Wales 
Area Officer), Mr. W. Lampitt, District 
Commercial Superintendent, Gloucester (also 
representing Mr. R. H. B. Nicholls, District 
Operating Superintendent, Gloucester), Messrs. 
H. G. Lakeman, District Engineer, Bristol, 
G. F. Moon, Assistant District Engineer, 
Bristol, G. A. King, Assistant District Com- 
mercial Superintendent, Bristol. 


Also among those present were: 


Messrs. R. G. Pole (also representing Sir 
Felix Pole), Messrs. J. H. Williams, F. Sparkes, 
H. J. Stanway, H. Redman, W. H. Roberts, 
C. F. Sallis, H. Broad. 


Monsieur F. Delory, whose portrait and 
biography appeared in The Railway 
Gazette last week on his retirement as 
Director-General, Belgian National Rail- 
ways, was not associated with the Belgian 
National Light Railways. His successor, 
M. De Vos, whose portrait and biography 
appeared in our November 21, 1952, issue, 
was Director-General of the Belgian 
National Light Railways before his recent 
appointment as Director-General of the 
Belgian National Railways. 


1 * 
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Transport Bill Second Reading in House of Lords 


Responsibilities of central railway management : 


Lord Leathers (Secretary of State for 
the Co-ordination of Transport, Fuel & 
Power) moved the Second Reading of the 
Transport Bill in the House of Lords on 
February 23. Apart from the failure of the 
1947 Act to achieve its main aim, it had, he 
said, led to excessive rigidity and centralisa- 
tion which, in the case of road haulage, 
were particularly inapt. The B.T.C. and 
the Road Haulage Executive had devoted 
the most strenuous efforts to carry out the 
policy embodied in the 1947 Act. That 
their efforts had not been more successful 
was due to defects in the Act itself. 


Road haulage required quick, indi- 


vidual decisions, and freedom to quote 
individual rates and canvass for and 
collect traffics at short notice. Conversely, 


it was a business which suffered from re- 
ference to higher authority, from nation- 
wide agreements, and from the absence of 
almost all long-distance competition. 


Disposal of Road Haulage Assets 

It had been urged on the Government, 
Lord Leathers continued, that the sale of 
transport units should take place by break- 
ing up the Road Haulage Executive into 
the form of companies and selling the 
assets in that shape, but it would be wrong 
to try to make up parcels which did not 
suit potential purchasers. Many buyers, 
however, might prefer to take over a com- 
pany as a going concern, and for this 
reason, and to ease the process of transfer 
from public to private ownership, the 
Government proposed to include per- 
missive powers in the Bill which would 
enable the commission to assemble some 
of the assets in the form of companies. 

The extent to which these powers would 
be exercised would be dependent upon the 
consent of the Road Haulage Disposal 
Board, and their use would vary according 
to the desires of prospective purchasers. 
The Government hoped that disposal 
would be well advanced by this time next 
year; the latest reports of the number of 
prospective purchasers were encouraging. 


Freedom for Railways 

Any estimate that the Government’s pro- 
posals meant a black future for the rail- 
way system was quite wrong. Decentralisa- 
tion, Lord Leathers went on, would give 
more power to the man on the spot to take 
quick decisions and so enhance railway 
morale. The Government envisaged a 
streamlined railway system which would 
concentrate more and more on the traffics, 
and particularly the long-distance pas- 
senger and goods traffic, for which it was 
best suited. 


Central Railway Responsibilities 
Among matters retained at the centre 
would be wages and conditions of service. 
Locomotive and wagon building was 
another matter for central control; British 
Railways had benefited from standardisa- 
tion, which must go on, though there might 
be scope for local initiative in design. 
Central wagon control should continue, as 
it saved many wagons, especially coal. 
Charging policy was another matter for 
the centre, Lord Leathers added; but in the 
actual quotation of rates he hoped for 
considerable delegation,-so that the rail- 
ways could profit by the greater freedom 
in charging proposed in the Bill. 
The increased competitive power which 


the Bill would provide and the lightening 
of restrictions on capital investment would 
enable the railways to take advantage of 
improvements in equipment and in 
operating technics, as their skill and 
ingenuity could devise. Lord Leathers 
stressed the protection to be given to 
traders and competitors. 

He also emphasised the measures to safe- 
guard railway employees’ pension rights 
and compensation. Road haulage em- 
ployees also would not suffer. 


Opposition Plans for Road Haulage 

Lord Lucas pointed out that the Govern- 
ment amendments as to disposal of 
nationalised road haulage were caused by 
recognition of the dangers inherent in such 
disposal. If the Government proceeded 
with the proposals for selling assets by 
auction without a reserve the loss to the 
taxpayers would be at least £50 million, 
and the loss to industry and commerce 
immeasurable. 

The Opposition would want an amend- 
ment whereby there would be enough 
limited liability companies to absorb the 
vast bulk of the assets. It would oppose 
formation of a Road Haulage Disposal 
Board, and also the levy. The Opposition 
would move amendments to ensure that 
the Commission would be allowed to retain 
sufficient vehicles to enable it to operate 
adequate carrier services and to continue 
unremunerative services necessary in the 
national interest. 


Liberal Support 
Lord Rea said that the Liberal 
supported the Bill, but wanted 
amendments. The Government should 
abolish all “ A,” “ B,’ and “C” licences, 
though with regulations regarding road- 
worthiness, driving hours, and so on. The 
Government should yield on the levy. 
Viscount Goschen emphasised the im- 
portance of competition and_ railway 
esprit-de-corps as on the L.N.E.R. 
Lord Burden said that the railways and 


peers 
some 


the B.T.C. had not been given a fair 
chance to recover from the war. 

Viscount Bridgeman said that since 
nationalisation the maintenance of per- 


manent way had progressed very little, the 
maintenance of rolling stocks and loco- 
motives had not kept pace with require- 
ments, and, in general terms, the progress 
of British Railways had been slower than 
that of some railways on the Continent. 
Restricted capital expenditure might be one 
reason for that, but over-centralisation was 
a main cause. 

The Earl of Radnor said that since 
nationalisation railway services had con- 
tinued at as good a level, if not better, as 
could have been maintained by the rail- 
way companies, and great economies had 
been effected. 

No one, he went on, objected to the 
abolition of the Railway Executive, not 
even the Members of the Executive, pro- 
vided that the B.T.C. became entirely a 
policy making body instead of interfering 
in management. During the period of 
British Railways there was the beginning 
of the building up of a tradition; a further 
unsettlement now would be very disturb- 
ing. Denationalisation of road transport 
would expose the railways to the full 
rigours of competition, and the competi- 
tion of road transport lay in taking from 


Scottish 


Transport Council 


the railways the most profitable forms o/ 
traffic. The alleviation which the Bill gave 
the railways did not go far enough. 


Plea for Safeguards 

Lord Gifford said there were not suffi 
cient safeguards in the Bill to ensure that 
those who bought units of transport were 
fully qualified to do so. Whatever the 
legal interpretation of the 1947 Act might 
be, it was the intention of that Act to 
protect the public against increases in 
fares more than once annually, and there 
should be some provision in the Bill to 
carry out that intention. 


Autonomy for Transport in Scotland 


Viscount Elibank said that before 
grouping, he and others concerned thought 


‘that the Scottish economy could not sup- 


port a separate Scottish railway. Hence 
the “longitudinal” division of the Scot- 
tish lines into L.M.S. and L.N.E.R. It 
was a pity that the L.M.S. had refused 
the L.N.E.R. proposal, in 1927, to pool 
net receipts. 

Lord Bilsland said that the Scottish 
Council (Development & Industry) had 
welcomed the Government proposal to 
have a Scottish Transport Council. 

The Earl of Home (Minister of State, 
Scottish Office) said that no responsible 
Scotsman would ever suggest, for instance. 
that there should be a railway system in 
which the Scottish railways had to pay 
their way out of the freights and fares 
solely levied in Scotland. The first ob- 
jective must be an executive authority 
running each branch of the nationalised 
transport with a recognisable Scottish iden- 
tity. That was the point at which there 
should be effective devolution of executive 
functions. He went on to describe the 
constitution of the proposed Scottish 
Transport Council but did not define its 
powers. The Council, he added, would 
not weaken the executive responsibility of 
the different branches of transport. 

The Earl of Lucan said there was no 
complaint against British Railways on the 
ground of the service rendered to the pub- 
lic. With one exception in the past half- 
century, the railway companies had done 
nothing to improve the London termini. 

Lord Hawke welcomed the Bill as a 
measure for the emancipation of the rail- 
ways, but said that B.T.C. was not the 
right body to prepare the scheme for re- 
organisation. It should be done by a 
committee with an independent chairman. 
comprising representatives of the Commis- 
sion and of the present railway Regions. 
The railways should aim at the standard 
fare being a penny a mile for third class 
and 13d. a mile. first class. He hoped 
that the Minister would tell the commis- 
sion to sell a substantial proportion of the 
shares of Pickfords. This would go far 
to reduce the levy. 


Cost of Transport Reorganisation 

The Earl of Selkirk (Lord-in-Waiting) 
said that in the disposal of the assets. it 
had been said that the Government had 
abdicated as the custodian of the interests 
of the taxpayer, but when the Labour 
Government had set about reorganising 
transport, the first thing they had had to 
do was to obtain a guarantee from the 
Treasury of £1,000 million. The present 
reorganisation would cost nothing. 
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In the disposal of assets it would not be © 


yossibl@ to regain the whole of the good- 
will, because that did not exist today. The 
loss had been created over the last five 
years and had only been revealed by the 
Bill. 


Railway-Owned Road Vehicles 

Viscount Ridley advocated direct 
management by the railways of all their 
ioad vehicles. He could not see why they 
had to be under the control of separate 
companies. 

Viscount Falmouth said that the Secre- 
tary of State should set up a commission 
of five independent, qualified persons to 
advise him on reorganisation of the rail- 
ways. While the Railway Executive was 
being abolished, the Hotel and Docks & 
Inland Waterways Executives should be 
abolished as well. 


B.T.C. Bill 
The House of Commons on February 
23 again deferred the Second Reading of 
the British Transport Commission Bill, 
which is due to come come before the 
House for its Second Reading on March 9. 


Compensation for Transferred Employees 
Mr. Gurney Braithwaite (Parliamentary 
Secretary to the Ministry of Transport) 
said in answer to a question on February 
4 that compensation for loss of employ- 
ment under the Transferred Undertakings 
(Compensation to Employees) Regulations, 
1950, Statutory Instrument, 1950, No. 1083, 
had been awarded in 157 cases to date. 


International Transport Conference 

Mr. Alan Lennox-Boyd (Minister of 
Transport) explained in answer to a ques- 
tion on February 4 that the United King- 
dom had refused an invitation to attend the 
international transport conference in Paris 
on January 29 because this conference of 
Ministers of Transport was concerned 
mainly with matters of direct interest only 
to a few Continental countries. He re- 
gretted that pressure of public business 
had prevented him from accepting the 
courteous invitation of the French Minis- 
ter of Transport. H.M.G. was keenly in- 
terested in the general question of Euro- 
pean inland transport, and had agreed to 
take part in a conference in March under 
the auspices of O.E.E.C. 


Committee Stage of Iron & Steel Bill 

Consideration in Committee of the Iron 
& Steel Bill was resumed on February 11, 
Sir Charles MacAndrew, Chairman of 
Committees (Bute & North Ayrshire—C.) 
in the chair. 

Mr. G. R. Mitchison (Kettering 

Lab.) moved an amendment _ to 
ensure that there should be consultation 
between the Board and the industry about 
the most effective use of existing plant and 
its modernisation, and addition of new 
plant. 

Mr. Duncan Sandys (Minister of Supply) 
said the points made were already ade- 
quately covered in the Bill, but he would 
accept the amendment, 

The amendment was agreed to. 

_ On Clause 4 (Provision of production 
facilities), Mr. Jack Jones (Rotherham— 
lab.) moved an amendment to provide that 
in considering production facilities the Iron 
& Steel Board should be empowered to re- 
port on the amalgamation or co-ordina- 
tion of certain producers. The object was 
to make certain that one of the duties of 
the Board was to ensure fullest possible use 
of existing facilities in the industry. 
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Mr. A. R. W. Low (Parliamentary Sec- 
retary, Ministry of Supply) said that such 
coercion was contrary to the spirit of the 
Bill. The best way was to rely on ordi- 
nary economic forces helped by the guid- 
ance of the Board. 

The amendment was negatived. 


Production Overseas 

Lab.) moved an 
amendment to give powers to the Board 
to engage in production of raw materials 
oversea. 

Mr. Duncan Sandys said that he had 
been hesitant about asking Parliament to 
approve the principle of more oversea de- 
velopment by the State after recent ex- 
periences in this field, but he would intro- 
duce an amendment on the Report Stage 
to give effect to the substance of the pro- 
posal. 





The amendment was, by leave, with- 
drawn. 
Mr. R. Winterbottom (Sheffield Bright- 


side—Lab.) moved an amendment designed 
to define the Minister’s powers, and to 
provide that when an acquisition of plant 
was in the national interest it should be 
so acquired. 

Sir Reginald Manningham-Buller (Soli- 
citor-General) said the additional method 
of acquisition suggested was not necessary. 

The amendment was negatived. 


Closing Uneconomic Works 

On Clause 5 (Provision of production 
facilities to be subject to the Board’s con- 
sent in certain cases), Mr. John Freeman 
(Watford—Lab.) moved an amendment to 
ensure that any one person proposing to 
close down or reduce production facilities 
should give notice to the Board, which 
should have power to withhold consent. 

_ Mr. Duncan Sandys said it was unrealis- 
tic to try to compel a company to continue 
production when running at a loss. There 
seemed to be a general wish that reference 
should be included to the duty of notifying 
the Board about impending changes, and 
he undertook to consider, on the Report 
Stage, introducing a provision as to this. 

The amendment was negatived. 


Employment in Steel Industry 

On Clause 5, when debate was re- 
sumed on February 13, Mrs. E. L. White (E. 
Flint—Lab.) moved an amendment to im- 
pose on the Board the obligation to con- 
sider the maintenance of full employment 
as a factor in decisions under the clause. 

Mr. A. R. W. Low said full employment 
was the aim of the Government, but the 
amendment might positively hinder attain- 
ment of that end. The best contribution 
the industry could make to full employ- 
ment was to produce enough at competi- 
tive prices. 

Mr. Duncan Sandys said the Govern- 
ment objection to the amendment was not 
that it was against full employment but 
that by inserting these words it would be 
saying to the Board: “These are the 
reasons which should decide you to veto 
a particular scheme.” The amendment 
might prejudice seriously the balance of the 
Board’s decision on the industry and its 
development. 

The amendment was negatived. 


Exemption of Foundries 

Mr. Duncan Sandys moved an amend- 
ment to exempt foundries from the appli- 
cation of the Board’s powers of veto as 
to development schemes. The Steel Board 
should concentrate on major issues of 
policy and not become involved in too 
much detail. In the last six years there 
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had been about 2,000 foundry development 
schemes, and 90 per cent. of them cost less 
than £50,000. 

The amendment was carried. 


Raw Materials 


On Clause 9 (Importation and distribu- 
tion of raw materials and _ finished 
products) Mr. W. Fienburgh (Islington N. 





February 17, moved an amendment to 
ensure that the Board could intervene and 
set up a common agency if the arrange- 
ments for the importation of raw materials 
or for distribution did not operate ade- 
quately. 

Mr. Duncan Sandys said it would be 
inappropriate for the Board to attempt to 
allocate steel among consuming industries. 
But he would accept this amendment and 
answer on the same subject. 

The amendment was agreed to. 

Mr. Sandys accepted an Opposition 
amendment to provide that the Board, if 


it considered the arrangements for the 
importation and distribution of raw 
materials to be unsatisfactory, should 


have not only the right but the positive 
duty of taking action to put matters right. 

The amendment was agreed to. 

Mr. Sandys also accepted an amend- 
ment, which was agreed to, ensuring that 
before directing the Board to import 
finished steel the Minister should be 
obliged to consult with the industries 
concerned. 

Clause 9, as amended, was ordered to 
stand part of the Bill. 


Research and Training 
On Clause 10 (Research and training), 
Mr. A. R. W. Low (Parliamentary Secre- 
tary, Ministry of Supply) opposed an 
amendment to allow the Board to under- 
take research, training, and education. He 
said the Government prohibited the Board 
from doing these things because the 
Board’s job was to supervise policy and 
not become involved in detail. 
The amendment was negatived. 


Incidence of Levy 

On Clause 11 (Provisions of funds for 
the Board), Mr. G. R. Strauss, when debate 
was resumed on February 18, said it was 
not clear whether the loss that might be 
incurred would be paid for out of the levy 
to be raised by the Board or from the 
existing industry fund. 

The incidence of the levy, he continued, 
had an enormous effect on the prosperity 
of firms and on prices, and the Board 
should have some authority over how it 
was raised and how the fund was used. 
Another levy, a special levy for Steel 
House, consisted of one shilling a ton. 
This fund should be supervised by the 
Board. 

Mr. Duncan Sandys said that the 
industry would not be asked to pay contri- 
butions to meet extraneous expenses of 
the Board. The basis of that scheme of 
contributions was a matter for the Board. 
The B.I.S.F. was a voluntary trade asso- 
c.ation and the levy for its internal admini- 
stration was a voluntary payment. The 
question of public supervision did not 
arise. 

If, he added, the Board had to inter- 
vene and import high-priced raw materials, 
and equalise the price with domestic 
materials, the loss would be borne 
through a levy raised by the Board. If 
the Board decided that the B.I.S.F. levy 
was unreasonably high, it could decide 
that it must be excluded from the prices 
fixed for iron and steel products, and that 
would have an immediate effect on the 
policy of the Federation. 
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The clause, as amended, was ordered to 
stand part of the Bill. 


Disposal of Assets 

On Clause 16 (Duty of Iron & Steel 
Holding and Realisation Agency to return 
undertakings to private ownership), Mr. 
Jack Jones (Rotherham—Lab.) moved the 
first of three amendments to ensure that 
the Agency would act under the super- 
vision of the Board when disposing of the 
assets of the industry. 

Mr. J. A. Boyd-Carpenter (Financial 
Secretary to the Treasury) said that under 
the Bill the Treasury was responsible for 
the Agency. If the Board was given 
powers of interfering with that responsi- 
bility, the train of responsibility would be 
disturbed. r 

A solution might be found by saying 
that if, in regrouping, the Board could 
certify that the proposals would preju- 
dice the supply of steel, then responsi- 
bility should be placed directly on the 
Chancellor of the Exchequer. 

The amendment was rejected. 


Staff & bebank Matters 


Engineering Wage Claim 

The C.S.E.U. general council at a meet- 
ing in York on February 18 voted against 
priority for proposals for a new wages 
structure. It was resolved that such a 
policy decision should be left to some un- 
specified future date; this means that when 
the matter comes up for consideration 
many unions will have had their annual 
conferences and their delegates will have 
been briefed. 

It is understood that the reason for the 
vote against the proposals for a new wages 
structure was because talks with the em- 
ployers might involve protracted negotia- 
tions. 

It is thought, however, that the execu- 
tives of the 38 unions affiliated to the 
C.S.E.U. will consider the matter and 
submit their recommendations to the Con- 
federation in due course. 


Railway Unions and Transport Bill 

An unofficial conference at which 18 
branches of the N.U.R. and A.S.L.E.F. 
were represented, met in private in Edin- 
burgh on February 15 and affirmed opposi- 
tion to the Transport Bill. 

At a previous meeting on January 12, a 
resclution was passed recommending all 
N.U.R. and A.S.L.E.F. branches to engage 
in a token stoppage on Sundays from 
March 1, in protest. The later conference 
decided to discuss what further steps 
should be taken at another meeting to be 
held on March 29; meanwhile the threat 
to cease work on Sundays has _ been 
suspended. 








B.S. FOR WOVEN ASBESTOS TAPE FOR ELEC- 
TRICAL INSULATION.—The British Standards 
Institution has published a standard (B.S. 
1944: 1953) for plain unimpregnated woven 
asbestos tape (with selvedges) intended for 
electrical insulating purposes. Like B.S. 
1720, this standard is based on information 
supplied by the British Electrical & Allied 
Industries Research Association, and simi- 
larly does not cover those tapes which have 
an all-cotton warp or weft. Appendices 
describe methods for carrying out tests to 
determine whether tape complies with the 
specification. Copies of the standard may 


be obtained from the British Standards 
Institution. Sales Branch. 24. Victoria 
Street, London, S.W.1. 


Price 2s. 6d. 
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Derby Railway Engineering 
Club Dinner 


Mr. John Elliot, Chairman of the Rail- 
way Executive, was the Guest of the Even- 
ing at the recent annual dinner of the 
Derby Railway Engineering Club. Other 
guests included Messrs. J. W. Watkins, 
Chief Regional Officer, L.M.R.; Mr. R. C. 
Bond, Chief Officer (Locomotives), the 
Railway Executive; and Mr. J. Blair, 
Carriage & Wagon Engineer, Scottish 
Region; and Councillor T. Dennis, the 
Mayor of Derby. 

Mr. H. Randle, Carriage & Wagon 
Engineer, L.M.R., who is President of the 
Club, was in the chair. 

Mr. Elliot proposed the toast of 
“Success to the Derby Railway Engineer- 
ing Club.” The theme of his address was 
that once the Transport Bill became an 
Act, the business of railwaymen would be 
to make it work. They would have to do 
so within the framework the owners laid 
down, the owners being the people of this 
country, and the directors of the owners 
the Cabinet and Government. 

The railway business was of such a size 
today, said Mr. Elliot, that there was no 
room for cut-throat competition, and care 
must be taken not to duplicate facilities 
just for the sake of it. The country could 
not afford the capital expenditure. On the 
other hand, it could not be said that there 
was no room for improvements in trans- 
port, and a degree of competition in 
certain branches would be for the good 
of all. 

Other speakers at the dinner were Mr. 
Randle, Mr. H. A. J. Thomas, Principal of 
the Locomotive Works Apprentices’ Train- 
ing School, Derby, and Mr. D. H. Binyon, 
Outdoor Machinery Assistant, Derby. 


Launching of m.y. “ Maid 
of Ashton” 


The m.v. Maid of Ashton, the first of 
seven new vessels on order for British Rail- 
ways services on the Clyde was launched 
on February 17 at the Scotstoun Yard of 
Yarrow & Co. Ltd. by Lady Benstead, wife 
of Sir John Benstead, Deputy Chairman, 
British Transport Commission. The ship 
is one of four twin-screw motor-driven 
passenger vessels being constructed as the 
first part of a modernisation programme 
for the Clyde fleet. 

After the launching Sir John Benstead 
said that as the new ships replaced the 
older craft, some of which were costly to 
operate and to maintain, British Railways 
would be able to provide a more efficient 
service. They intended to maintain a ser- 
vice all the year round on the Clyde, as 
many communities would otherwise be 
isolated, although traffic was sparse in the 
winter. Nearly 3,750,000: passengers were 
carried on the Clyde in 1952. The Clyde 
services and their ships had a long history 
and a fine tradition. British Railways had 
succeeded to this heritage, and the Com- 
mission and its railway officers were fully 
conscious of their responsibilities. 

The principal dimensions of the new 
ship are: 


Length overall... ide ~ Se 
Breadth, moulded... oe sen 28 ft. 
Depth, moulded ... ese ete 10 fe. 
Displacement as 420 tons 

It will accommodate 650 passengers. 


Observation saloons and refreshment room, 
galley, pantry, bar, washplaces, and so on 
will be centred on the main deck. Large 
windows are fitted along the sides and 
front of these saloons. There are two sets 
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of British Polar M461 diesel engines driv- 
ing directly on to four blade bronze pro- 
pellers giving a speed of 15 knots. Three 
25 kW. Russell Newbery diesel generators 
supply electric power at 220 volts d.c. for 
ship’s services and machinery auxiliaries. 

Those present at the launching ceremony 
included Captain Sir Ian Bolton, Member, 
British Transport Commission; Sir 
Michael Barrington-Ward, and Mr. G. 
Nicholson, Members, and Mr. J. i 
Harrington, Chief Officer (Marine & A: I- 
ministration), Railway Executive; Messrs. 
T. F. Cameron, Chief Regional Officer, and 
Mr. T. H. Moffat, Deputy Chief Regional 
Officer, Scottish Region; Provost E. F. 
Wyatt, Dunoon; and Messrs. E. G. Yarrow, 
W. E. Young, A. L. Mellor, Mr. A. J. 
Stanyard, and G. S. Brown, Directors, 
Yarrow & Co. Ltd. 





Retired a Officers’ 
Society 


The 52nd Annual Meeting of the Retired 
Railway Officers’ Society was held at the 
Great Eastern Hotel, Liverpool Street, on 
February 10, when the Report and Ac- 
counts for 1952 were presented. The 
report stated that a further successful year 
ended with a record membership of 181 
(Life 14, Honorary three, Ordinary 164). 
During the year eleven new members were 
elected but six of the older ones passed 
away and there were two resignations. 
leaving a net increase in membership of 
three over the previous year. The monthly 
meetings were well attended during the 
year and averaged 43 a meeting. Interest- 
ing talks were given from time to time by 
railway officers and others. An outing to 
the Isle of Wight was attended by 51 mem- 
bers and their ladies. At the autumn lun- 
cheon last November there was an all- 
time record attendance of 155, including 
78 guests. The principal guest on this 
occasion was the Minister of Transport, 
Mr. A. T. Lennox-Boyd, who was sup- 
ported in responding to the toast of the 
guests by Mr. John Elliot, Chairman of 
the Railway Executive. Also present were 
Sir Eric Gore-Brown, Sir Robert Burrows, 
Sir Ronald Matthews, most of the Regional 
Officers and many serving officers, result- 
ing in a blending of interests and experi- 
ence, arising from the fact that more than 
4,000 railway officers were represented. 

Because of the unavoidable absence of 
the Treasurer, the auditors presented the 
statement of accounts, which showed a cash 
balance of £146 15s. 4d., against £86 3s. 7d. 
the previous year. A donation of ten 
guineas was voted towards the Lord 
Mayor's Fund for the relief of distress in 
the recent floods. 

Major-General G. S. Szlumper proposed 
as President for the coming year Sir 
William Stanier, formerly Chief Mech- 
anical Engineer, L.M.S.R., and this was 
agreed to with acclamation. The retiring 
Treasurer, Mr. J. W. Lovejoy, and the 
Hon. Secretary, Mr. F. E. Cox, who were 
willing to serve again, were unanimously 
re-elected, and Messrs. J. H. Laundy and 
G. Morton were appointed Joint Auditors. 
Mr. W. J. England proposed a vote of 
thanks to the retiring President, Mr. W. M. 
Perts, and to the officers for their valuable 
services during the past year. 








MExIcAN' Export DutTiEs—A recent 
Reuters report from Mexico City states 
that the Mexican export surtax of 15 per 
cent has been reduced by 80 per cent on 
steam locomotives. 













LE ew | 


— p< 


= 


= 














YUM 


February 27, 1953 


Renovation at Kings Cross 
and Liverpool Street 


A thorough cleaning is being under- 
taken of the brickwork of the famous 
frontage of Kings Cross Station, with its 
tower and 1851 Exhibition clock. A care- 
ful scrutiny of the front elevation shows 
at present the faint lettering of the former 
Great Northern Railway, which will dis- 
appear in the cleaning. ; 

The wall surfaces inside the station are 
also be to cleaned; these were previously 
washed and brushed in 1934. Altogether, 
more than 12,000 sq. yd. of brickwork are 
to be treated. 

Work at Kings Cross also includes re- 
painting, cleaning of the roof glass, and 
a general cleaning up of the main-line, 
suburban and York Road stations. The 
weather vane on top of the clock tower 
and the clock dials are being regilded. 
Forty square feet of gold leaf will be used. 

The reconditioning at Kings Cross is 
normal maintenance which would in any 
case have been undertaken, but the work 
has been brought forward so that the sta- 
tion may have a tidy appearance in 
Coronation Year. 

At Liverpool Street Station the vast area 
of roof is being cleaned and repainted, 
roof glass is being cleaned, and replaced 
where necessary. Station buildings, bridges, 
subways, and other works are being dealt 
with. The roofs of the two stations, which 
cover a total area of nearly 32 acres, to- 
gether have nearly 12,000 panes of glass. 
Fifty tons of best quality lead paint will 
be needed for the repainting. 

The work, which has been let: out to 
contract, is being carried out under the 
supervision of Mr. J. I. Campbell, Civil 
Engineer, Eastern Region. One hundred 
and thirty men are employed on the work 
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which, when completed, will have taken 
about nine months at Liverpool Street and 
six months at Kings Cross. The total cost 
of the work at the two stations will be in 
the region of £100,000. 

New station signs are being installed at 
Kings Cross, the front of which will be 
floodlit during the Coronation period. 


Contracts & Tenders 


British Railways have placed an order 
with the Metropolitan-Cammell Carriage & 
Wagon Co. Ltd. for 121 30-ton bogie 
ballast wagons. 


British Railways, Eastern Region, have 
placed the following contracts :— 

R. G. Carter Limited, Norwich. Construc- 
tion of new refreshment and waiting room and 
alterations to existing buildings, drains, roads, 
and fencing at Yarmouth South Town Station 

Potter Rax Limited, London, N.1. Provision 
of collapsible gates and protective panels, 
No. 11 Platform at Liverpool Street Station 

C. R. Price, Doncaster. New Relay Room at 
Darnall West Junction, Manchester-Sheffield- 
Wath electrification 

George Longden & Son Ltd., Sheffield, 1. 
Construction of No. 3 signal box at Sheffield, 
Manchester-Sheffield-Wath electrification 

Bernard Pumfrey Limited, Gainsborough. 


Construction of new substations “‘D” and 
**E” at Doncaster 
J. N. Connell Limited, Coatbridge. Removal 


of permanent way and certain structures on 
Kelvedon-Tollesbury branch 

Shirley Painting & Decorating Service, Lon- 
don, N.4. Cleaning and painting general offices, 
station buildings, bridges, subways, toilets, 
messrooms, stores and so on at Liverpool Street 
Station (West Side) 

Neonore Stone Cleaning Company, London, 
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S.W.1. Cleaning interior wall surfaces and wall 
surface of front elevation of station building 
including clock tower at Kings Cross Main Line 
Station. 


The Sudan Government has placed a 
contract with Hurst, Nelson & Co. Ltd. 
for 12 25-ton bogie tank wagons for carry- 
ing fuel-oil. The order is additional to that 
for 33 wagons of this type recorded in our 
August 8, 1952, issue. 


The Crown Agents for the Colonies have 
placed contracts with Charles Roberts & 
Co. Ltd. for ten four-wheel oil tank wagons 
for the Kenya & Uganda Section and 20 
four-wheel oil tank wagons for the Tan- 
ganyika Section of the East African Rail- 
ways & Harbours. 


The French National Railways have 
ordered 20 diesel-electric locomotives of 
Co-Co wheel arrangement, each to be 
powered by a Sulzer twin-bank engine of 
1,900 b.h.p., for operation of passenger 
and freight traffic on the Ceinture line 
connecting the Paris termini. 


The French National Railways have 
ordered from Anciens_ Establissements 
Brissonneau et Lotz 40 double-bogie 
diesel-electric locomotives of 600 b.h.p., 
to be equipped with Sulzer pressure- 
charged engines. These are similar to two 
previous orders of 19 locomotives each, 
making a total of 78 locomotives to the 
same design ordered within the last two 
years. 


The Director-General of Supplies & Dis- 
posals, Railway Stores Directorate, New 
Delhi, is inviting tenders for:— 

9,000 Class E (5) 1. shell bronze, class III, 
fully machined, suitable for 10 in. x 5 in. bear- 
ing brasses L.B. 175. 








HAMPTON COURT 


> 
NN 


Royal Pageantry in Posters 


(See editorial note on page 226) 


CANTERBURY 





Three new posters from a series issued by the Southern Region, showing, from left to right, King Henry VIII at Hampton Court 
in 1525; the marriage of Mary Tudor and Philip of Spain at Winchester in 1554 ; and Queen Elizabeth’s visit to Canterbury in 1573 
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Tenders should reach the  Director- 
General of Industries & Supplies, Shah- 
jahan Road (Section SR.1), New Delhi, by 
10 a.m. on March 16. Reference SRI 
17111C/1V should be quoted. 


The Special Register Information Service 
of the Board of Trade reports that the 
United Kingdom Trade Commissioner at 
Delhi has notified calls for tenders issued by 
the Director-General of Supplies & Dis- 
posals, Government of India, for: — 

(a) 34 27/MG cylinders, vacuum brake with 
piston heads and covers, rubber fittings 
and release valves 

(b) 50 casings for 18 in. vacuum cylinders com- 

bined *‘ E”” type for carriage and wagon 

100 cylinders AVB. 18 in. dia. combined 

“E” type 
9,100 (approx. 190 cwt.) fish bolts and nuts 

5 in. X 1 in. dia. for 10 lb. R.FF & S. 

rails 

(d) 12,000 screw couplings, complete with pin 
and hook shackle 

(e) 1,620 steel tubes, boiler, solid drawn, 

> 9 ft. 9 in. x 1} in. 

(f} 213 pipes and tubes, superheater element 
of various types to specification. 

Tenders should reach the office of the 
Director-General of Supplies & Disposals, 
Shahjahan Road, New Delhi, by 10 a.m. 
on the following dates :— 

(a) March 6 (6) March 10 (ce) (d) March 13 

(e) March 19 (f) March 20 

A copy of the tender documents is avail- 
able for inspection at the Board of Trade. 
The following references should be 
quoted : — 

(a) CRE/5119/53 (6) CRE/6669/53 
(c) CRE/6754/53 (d) CRE/5116/53 
(e) CRE/6666/53 (f) CRE/6665/53 


(c 


Notes and News 


Accountant (Traffic Auditor) Required.— 
Applications are invited for the post of 
acountant (traffic auditor), about 30 years 
of age, required by the Central Railway 
of Peru. See Official Notices on page 251. 


Institute of Transport 1953 Examinations. 

Entry forms for the examinations of 
the Institute of Transport, to be held on 
May 4, 5 and 6, must be completed and 
returned to the Institute with the required 
fee by March 1. 


Ulster Transport Authority: Vacancy for 
Deputy Chief Engineer.—The Authority 
invites applications for the appointment 
of a chief assistant to the chief engineer, 
not exceeding 40 to 45 years of age. Can- 
didates must have had experience in a re- 
sponsible position including rolling stock 
maintenance practice, workshop and depot 
design, workshop practice, planning and 
management. See Official Notices on page 
25% 


Snow-Blocked Roads: Branch Line Tem- 
porarily Reopened.—Because roads in the 
district were blocked by snow, a late deci- 
sion to reopen temporarily the Malton - 
Driffield branch, North Eastern Region, 
was made on February 11. This was 
advised to the B.B.C, at 5.55 p.m. by the 
Public Relations & Publicity Officer’s 


Department, which enabled an announce- 
ment to be made on the 6 o’clock news in 
“News from the North” that the line 
would be re-opened in the morning, and 
details were given of the two trains to be 
run each way daily. As a result 39 persons 
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travelled by the 8 a.m. from Malton next 
day, during which also large quantities of 
milk were moved. The service was with- 
drawn on February 16. 


Institution of Locomotive Engineers.— 
The Annual General Meeting of the Insti- 
tution of Locomotive Engineers will be 
held on Wednesday, March 18, at the 
Institution of Mechanical Engineers, 
Storey’s Gate, St. James’s Park, S.W.1, at 
5.30 p.m. The meeting will be followed 
by a paper on “Locomotive Mainten- 
ance” by Mr. R. C. Bond, Vice-President. 


British Railways Coal, Iron and Steel 
Traffic.—British Railways cleared 424,750 
tons of deep-mined and opencast coal 
during the 48 hr. ended 6 a.m. on Feb- 
ruary 23, making the total for the week 
3,340,100 tons. During the week ended 
February 14, 210,262 tons of iron and steel 
from the principal steel works and 301,500 
tons of iron ore were conveyed. 


Royal Society of Arts.—On Wednesday, 
March 11, at 2.30 p.m.. a paper will be 
read before the Royal Society of Arts, at 
John Adam _ Street, Adelphi, London, 
W.C.2, by Mr. Sergei Kadleigh, on “ The 
High Paddington Scheme.” The paper will 
be illustrated by lantern slides. Mr. L. 
Dudley Stamp, Professor of Social Geo- 
graphy, London School of Economics and 
Political Science, will preside. 


New Industrial Instrument Company.—The 
British Thermostat Co. Ltd. announces the 
formation on February 1, of a new com- 
pany known as Teddington Industrial 
Equipment Limited. This new company 
will be exclusively concerned with instru- 
ments designed for use in heating, venti- 
lating, air conditioning, and process con- 
trol applications; and all instruments for 
the industria] field as well as the recently 
developed range of British Thermostat I.C. 
engine control panels and _ shut-down 
units. The Directors of the new company 
include Mr. J. E. Sherlock, Managing 
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Retigraph Perspex sign in red, white and 
black being supplied by British Railways 
for display in travel agency windows 
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Director, and Mr. E. Burman, formerly 
General Sales Manager, of the parent com- 
pany. 


Closing of Scalby Station, N.E. Region. — 
Scalby Station, between Scarborough and 
Whitby West Cliff, N.E. Region, will be 
closed on March 2 for all purposes except 
freight traffic in full wagon loads not re- 
quiring cartage by British Railways motors, 
Small consignments of freight traflic are 
already collected or delivered daily in 
Scalby by motors operating direct from 
Scarborough, and these vehicles will in 
future handle parcels by passenger train 
for Scalby. Livestock will be handled at 
Scarborough, Bus services are available 
for passengers. 


Inquest on “Princess Victoria” Casual- 
ties—The City Coroner of Belfast on 
February 24 opened the inquest on the 67 
persons who lost their lives when the 
British Railways vessel, Princess Victoria, 
sank in the Irish Sea on the Larne-Stran- 
raer crossing on January 31. An applica- 
tion on behalf of British Railways by Mr, 
C. A. Nicholson, Q.C., and supported by 
Counsel for the Ministry of Transport, 
that the proceedings should be adjourned, 
was refused. In making the application, 
Mr. Nicholson said the date of the Ministry 
of Transport inquiry, March 23, was the 
earliest date by which investigations could 
possibly be completed. The Coroner held 
that the evidence of the witnesses he had 
summoned would give a_ picture of 
the causes of the deaths. 


Travel Arrangements for Ireland-Wales 
International Match.—For the _ Ireland- 
Wales International at Swansea on March 
14 the G.N.R.A(I.), C.LE. and British Rail- 
ways have arranged to issue through excur- 
sion tickets from Belfast to Swansea via 
Rosslare and Fishguard. Travellers will 
leave Belfast by the 2.45 p.m. express or 
4.45 p.m. “ Enterprise ” on Friday evening, 
March 13. A _ special train will leave 
Dublin Westland Row at 9.45 p.m. to con- 
nect with the steamer at Rosslare; Swansea 
is reached at 9.55 a.m. on the Saturday 
morning. Through excursion fares from 
Belfast are third class rail and steamer 
85s. 9d. and third rail and saloon 102s. 9d. 
From Dublin the fares are 60s. and 77s. 
respectively. 


R.H.E. Statement on Goods Losses.— 
With regard to recent press reports of 
losses of goods carried by British Road 
Services, the Road Haulage Executive 
States that claims made against the Execu- 
tive during 1951, for all goods lost, stolen, 
pilfered and damaged. are estimated at 
£653,000. The amount involved for thefts 
and loss is approximately £450,000. The 
total figure for 1952, when available, will 
almost certainly show a reduction. This 
figure of £653,000 represents only 0.93 per 
cent of the £70 million paid to British 
Road Services during 1951 by its customers 
for the haulage of 45 million tons of goods. 
The exact value of that quantity of goods 
cannot accurately be computed, but it must 
have exceeded £1,000 million. 


Alnwick - Iiderton Freight Branch, N.E. 
Region.—British Railways have recently 
carried out inquiries into the working of 
freight traffic on the line between Alnwick 
and Ilderton. These inquiries have shown 
that the service is being run at a consider- 
able loss and it will therefore be neces- 
sary to withdraw it on and from Monday, 
March 2. Only freight and parcels traffic 
are at present dealt with on the branch. 
The area served is also covered both for 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of bour or a 


Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
excepted from the provisions of the Notification of 
Vacancies Order, 1952. 


REO! IRED by the Central Railway of Peru two 
Locomotive Assistants preferably single and 
between 26/30. Qualifications: Full apprenticeship 
with British Railways or Locomotive Builders and 
experience in one_or more of the following: Railway 
Mechine Tool Operation, Welding, Boiler work, 
Locomotive Running or Drawing Office. Apply— 
SECRETARY, PERUVIAN CORPORATION LTD., 144, 
Leadenhall Street, London, E.C.3. 


Bo! ND VOLUMES.—We can arrange for readers’ 
copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1 


THE RAILWAY GAZETTE 


OFFICIAL NOTICES 


ULSTER TRANSPORT AUTHORITY 

DEPUTY CHIEF ENGINEER. The Authority in- 

vites applications for the appointment of a 
Chief Assistant to the Chief Engineer. Applicants 
should be Engineering Graduates of a _ recognised 
University or Corporate Members of The Institution 
of Civil Engineers, The Institution of Mechanical 
Engineers, or The Institution of Electrical Engi- 
neers, or having equivalent qualifications, and not 
exceeding 40-45 years of age. Candidates must have 
had experience in a responsible position embracing 
rolling stock maintenance practice, workshop and 
depot design, workshon practice, planning and 
management. The post will involve responsibility for 
design, construction and maintenance of permanent 
way, electrical and telecommunications, road transport 
vehicles, motive power units for heavy traction work 
including diesel locomotives and multi-engined diesel 
trains. Commencing salary will be £1,600 per 
annum. Applications should reach the undersigned 
not later than March 9, 1953.—T. B. ANDISON, Secre- 


tary, 21, Linenhall Street, Belfast. 

B H RAILS FOR SALE. 200 tons 90/95 
a * Ibs. per yard. Lengths 45/60 ft.—PIKE 

Bros., Private Sidings, Colnbrook, Bucks. Phone 

175. 
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ACCOUNTANT (TRAFFIC AUDITOR) required 

by the Central Railway of Peru—about 30 years 
of age, preferably single, with general auditing and 
railway accounting experience, knowledge of Spanish 
desirable but not essential. Apply—THE SecrETARY, 
PERUVIAN CORPORATION LtD., 144, Leadenhall Street, 
London, E.C.3 


THE GAS-TURBINE LOCOMOTIVE. A techni- 
cal description of the gas-turbine recently con- 
structed by the Metropolitan-Vickers Electrical Co. 
Ltd. for the Western Region, British Railways. 
Subjects dealt with include body construction, bogies, 
traction motors, prime mover, generators and 
auxiliary equipment. A folding plate drawing of 
the locomotive is included together with illustrations 
and diagrams. Reprinted from The Railway Gazette, 
February 1, 1952. Price 5s. Post free Ss. 2d. The 
Railway Gazette, 33, Tothill Street, London, S.W.1. 


N.E.R. HISTORY.—Twenty-Five Years of the 
—— North Eastern Railway, 1898-1922. 
By_ R. Bell, C.B.E., Assistant General Manager, 
N.E.R. and L.N-E.R. Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. 10s. 6¢.—The Railway 
Gazette, 33, Tothill Street. London, S.W.1. 








parcels and freight traffic by British Rail- 
ways motors from Alnwick and Wooler. 
[t is proposed to improve the existing road 
service when the rail service is withdrawn 
to cater for traffic between traders’ 
premises and Alnwick or Wooler stations. 


George Cohen Sons & Co. Ltd.—The 
Board of George Cohen Sons & Co. Ltd. 
has declared an interim dividend of 34 per 
cent on the increased ordinary capital of 
£1,500,000 in respect of the year ending 


March 31, 1953. This compares with an 
interim dividend for the year ended 
March 31, 1952, of 8 per cent on an 


ordinary capital of £600,000. 


Wanton Damage to Rolling Stock.— 
Malicious damage to the value of over 
£5,000 was stated to have been done to 
coaching stock in Kirkdale sidings, Liver- 
pool, by a youth recently sentenced at 
Liverpool Assizes to detention in a Borstal 
institution. The Judge read an entry from 
the youth’s diary which read: “ Railway 
carriage destroyed by yours truly. It was 
highly successful. Police have been told, 
and are looking into the case. There may 
be another burned tonight. Just depends 
how I feel.” 


Speed Limit of Heavy Goods Vehicles.— 
The Minister of Transport, Mr. Alan 
Lennox-Boyd, on February 18 received a 
deputation, led by Sir Leonard Browett, 
Director of the National Union of Manu- 
facturers, and discussed the raising of the 
heavy goods vehicle speed limit from 20 
to 30 m.p.h. The deputation included 
representatives of the British Road Federa- 
tion, Federation of British Industries, 
Mansion House Association, Road Haul- 
age Association, Society of Motor Manu- 
facturers & Traders, Traders Road Trans- 
port Association, and Traders Traffic 
Conference. The Minister undertook to 
give careful consideration to the case as 
Stated. 


A.C.V. Group Profits Increased.—The 
accounts for the year ended September 30, 
1952, of Associated Commercial Vehicles 
Limited show a group surplus on trading 
of £1,842,857, compared with £1,521,012 
for 1950-51. With other income of 
£28,065 the year’s income amounted to 
£1,870,922 (£1,544,072). After deduction 
for provisions and adjustments in respect of 
Profits of prior years, the group profit for 
the year, subject to tax, is £1,489,969 
(£1,245,201). Taxation absorbs £846,773 
(£761,108) and minority shareholders’ pro- 
Portion of profits £9,250 (£13,575) leaving 


the group net profit at £633,946 (£470,518). 
Of this, the subsidiaries retain £23,389—the 
balance being dealt with in the parent's 
accounts. The directors recommend a 
final ordinary dividend of 124 per cent, 
making a total of 224 per cent for the year 
which requires £246,586 (£246,846). Un- 
divided profits of the group carried forward 
amount to £1,004,482 (£943,766) of which 
£648,974 (£593,190) relates to the parent 
company. 


British Railways, Southern Region, Lecture 
& Debating Society, Annual General 
Meeting.—The Annual General Meeting 
of the Southern Region Lecture & De- 
bating Society will be held on Wednesday, 
March 18, in the Chapter House, St. 
Thomas Street, S.E.1. This meeting will 
be preceded at 6 p.m. by the reading of 
prize-winning essays and the presentation 
of the prizes. Mr. C. P. Hopkins, Chief 
Regional Officer and President of the 
Society, will be in the chair. 


B.T.C. Charges Scheme Hearing.—The 
hearing by the Transport Tribunal of the 
Application for the British Transport 
Commission (Passenger) Charges Scheme, 
1953, will begin at 10.30 a.m. on Monday, 
March 9, at the Royal Geographical 
Society, 1, Kensington Gore, London, 
S.W.7 (entrance in Exhibition Road). A 


report of each day’s proceedings will be 
printed and published, and copies will be 
on sale at 10 a.m. the following day at 
H.M. Stationery Office, York House, 
Kingsway, London, W.C.2. The London 
County Council has decided to appeal 
against the rejection by the tribunal, re- 
ported last week, of its objection to the 
hearing on the grounds that the scheme 
was not new and therefore could not be 
considered until the present one had been 
in force for 12 months. 


Increased Salaries for British Railways 
Staff in Ireland.—The Labour Court in the 
Republic of Ireland has recommended 
that 275 clerks employed by British Rail- 
ways in Ireland be given the following in- 
creases in salaries: Men 74 per cent; 
women, increases from 6s. to 8s. a week. 
Existing salaries for men range from 
£477 maximum for Class 5 to £609 10s. 
maximum class 1. The Court recommended 
that the increases should operate from 
November 1 last and assumes that the 
cases of the special classes A, B and C will 
be dealt with by direct negotiation. 


Increase in Iron and Steel Prices.—The 
Iron & Steel Corporation of Great Britain 
has asked the Minister of Supply, Mr. 
Duncan Sandys, to authorise an immediate 
increase in maximum iron and steel prices 








Window Display of Railway Crests 


THe. OU) NAMES WAVE GONE gu 
: TRADITYONS RENAME 





Continuity of railway tradition symbolised by crests (left to right) of the L.N.W.R., 
Dundalk, Newry & Greenore Railway, British Railways, Great Western Railway, and 
L.M.S.R. in the Dublin Town Office of British Railways 
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to reflect in ful] the additional costs which 
will fall on the iron and steel industry as 
a result of the increase in the price of coal. 
The Corporation points out that when 
prices were adjusted a year ago a substan- 
tial part of the increased manufacturing 
costs was not passed on to the consumer. 
Since then there have been further sub- 
stantial cost increases, only partly reflected 
in increased prices. The higher price of 
coal will cause the average cost of produc- 
ing steel to rise by some 1-14 per cent. 


Tyne Improvement Commission.—The 
annual report for 1952 shows that gross 
receipts were £1,524,890, an increase over 
1951 of £140,000. Expenditure increased 
by a similar amount so that the surplus 
for the year of £9,256 is nearly the same 
as the previous year. The principal 
countries to which cargo coal. was sent 
from the Tyne last year were: Sweden 


301,700 tons; Denmark 281,700; and 
France 142,600 tons. During 1952, 
9,251,371 tons of coal and coke were 


shipped, or 574,257 tons more than in 
1951. A drop of 240,000 tons in ship- 
ments from Northumberland Dock is 
accounted for by the closing of the British 
Railway staith there. Imports of general 
merchandise reached the record total of 
2,593,593 tons. 








Forthcoming Meetings 


March 2 (Mon.).—Historical Model Rail- 
way Society, at 32, Russell Road, 
London, W.14, at 7 p.m. Paper on “A 
History of the Permanent Way,” by 
Mr. G. D. S. Alley. 

March 2 (Mon.).—Institute of Transport, 
Metropolitan Section, at 80, Portland 
Place, London, W.1, at 5.30 p.m. 
Paper on “ The Transport Needs of 
Agriculture” by Mr. G. A. Baxter, 
Transport Division, National Union of 
Farmers. 

March 2 (Mon.).—Institute of Transport, 
East Anglia Group, at the Assembly 
Rooms, Norwich, at 5.30 p.m. for 5.45 
p.m. Visit of Mr. P. J. R. Tapp, Vice- 
President. 

March 3 (Tue.)—Institute of Transport, 
Humberside Section, at 6 p.m. Visit 
to Control Office, British Railways, 
North Eastern Region, Hull. 


March 3 (Tue.).—Institute of Trans- 
port, Cheltenham Group, visit to 
British Railways locomotive depot, 


Gloucester. 

March 3 (Tue.).—Institute of Transport, 
Midland Section, at the Imperial 
Hotel, Birmingham, at 6.30 p.m. 
Paper on “ Modern Developments in 
Railway Goods Terminal Operations ” 
by Mr. K. E. Thurgood. 

March 4 (Wed.).—Institute of Transport, 
Western Section, at the Royal Hotel, 
College Green, Bristol, at 6.50 p.m. for 
7.15 p.m. Annual Dinner and Visit of 
President. 

March 4 (Wed.).—Institution of Railway 
Signal Engineers, at the Works of the 
Westinghouse Brake & Signal Co. 
Ltd., Chippenham, Wilts., at 6 p.m. 
Paper on “ Power Signalling Equip- 
ment Design and Performance Related 
to Installation and Maintenance,” by 
Mr. R. J. M. Knotts. 

March 4 _ (Wed.).—British . Railways, 
Southern Region, Lecture & Debating 
Society, at the Chapter House, St. 
Thomas Street, S.E.1, at 5.45 p.m. for 
6 p.m. Illustrated lecture on “ Change 
of Electrical Frequency, London Area, 
Southern Region.” Speakers, Messrs. 


A. Watt and R. E. Coward. 
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March 5 and 12 (Thu.)—British Railways, 
Southern Region, Lecture & Debating 
Society. Visits to the Post Office Rail- 
way, Mount Pleasant, London, E.C.1, 
at 6 p.m. 

March 5 (Thu.).—Institute of Transport, 
Merseyside Section, at the Chamber of 
Commerce, Liverpool, at 6.30 p.m. 
Paper on “The Changing Face of 
Inland Transport — An _ Operator’s 
Point of View,” by Mr. David Blee. 

March 5 (Thu.).—Institute of Transport, 
South Wales & Monmouthshire Sec- 
tion, at the Royal Hotel, Cardiff, at 
6.30 p.m. for 7 p.m. Annual Dinner 
and visit of President. 

March 5 (Thu.).—Institution of Loco- 
motive Engineers, at the Institution of 
Mechanical Engineers, Storey’s Gate, 
London, S.W.1, at 5.30 p.m. The Sir 
Seymour Biscoe Tritton Lecture on 
the subject of “ Efficiency in Loco- 
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F. Q. den Hollander, President, Nether- 
lands Railway. 

March 6 (Fri.).—Institution of Locomotive 
Engineers, at the Dorchester Hotel, 
Park Lane, London, W.1, at 12.30 for 
1 p.m. Annual luncheon. 

March 6 (Fri.).—The Railway Club, at 
57, Fetter Lane, London, E.C.4, at 7 


p.m. Paper on “The Railways of 
Anglia, Cambria, Hibernia and 
Wanglia,” illustrated by cinemato- 


graph, by Mr. C. J. Barnard. 

March 6 (Fri.)—Locomotive Society of 
Scotland, at 302, Buchanan Street, 
Glasgow, C.2, at 7.15 for 7.30 Pm, 
Paper on “ Locomotive Boilers” by 
Mr. M. Smith. 

March 9 (Mon.).—Locomotive & Carriage 
Institution of Great Britain & Eire, 
Doncaster Centre, at the Doncaster 
Plant Works Library, British Railways, 
Eastern Region, at 6.30 p ‘m. Paper on 
“ Colour Light Signalling ” by Mr. W, 








from Manila is awaited, but there do not 


motives” will be delivered by Mr. McCarthy. 
Railway Stock Market 
Although rather less buoyant, stock 
markets have remained active, with the 


main attention again centred on the indus- 
trial sections. British Funds were inclined 
to ease despite the continued hopes of the 
prospect of tax reductions. The City is 
continuing to talk of a reduction in income 
tax, though it is hard to see how this will 
be possible unless the Government is pre- 
pared to make very big cuts in expenditure 
in the next financial year. Lower income 
tax, it is argued, would provide the best 
incentive to industry and have an im- 
portant psychological influence. Another 
view is that, if the Chancellor of the 
Exchequer finds it impossible to reduce 
income tax at this stage, he may make 
tax concessions in respect of profits earned 
by companies in export markets. This 
would be very welcome and give an im- 
petus to exports. Hopes of tax conces- 
sions of this sort are helping sentiment 
in stock markets, where, however, the 
main influence is the assumption that there 
may be a fairly general tendency this year 
to follow a more liberal dividend policy. 

Foreign rails have been relatively quiet, 
apart from the activity and strength of 
White Pass & Yukon no-par value shares; 
these have not held best levels, but at $274 
show a good rise on balance, with the 
5 per cent convertible debentures up to 
£98. This was caused by a revival of talk 
of prospects of a bid for the shares, which 
would have to be substantially above the 
current market price, because of the rail- 
way’s big potentialities for expanding earn- 
ings as time proceeds. 

The lower income tax in Canada has also 
helped sentiment as to Canadian securities. 
Canadian Pacifics were better at $574, with 
the preference stock at £64 and the 4 per 
cent debentures £79. Algoma Central & 
Hudson’s Bay 5 per cent first mortgage 
debentures changed hands around $242. 

After news from Chile that it is not 
intended to nationalise her nitrate in- 
dustry, Antofagasta ordinary stock was 
firmer at 104 and the preference stock 494, 
while the 4 per cent debentures changed 
hands at slightly over 46. 

Manila Railway stocks were quiet with 
the “A” debentures at 75, though it is 
recognised in the market that following a 
settlement in regard to the big arrears of 
interest on the company’s holding of 
Manila Railroad bonds, the debentures of 
the railway company would be worth well 
over their current market levels. News 








seem to have been any fresh developments, 
Manila Railway preference shares have 
eased to 8s. 44d. 

United of Havana stocks also lost more 
ground now that after all no early take- 
over offer from Cuba seems likely. The 
4 per cent “A” stock was 51, the 4 per 
cent “ B” 46 with the second income stock 
154, and the consolidated stock 2}. 
Mexican Central “A” debentures were 
66. Nitrate Rails shares kept at 21s., and 
Taltal shares at 14s. 9d. 

Nyasaland Railways 34 per cent first de- 
bentures were 724. Dorada ordinary stock 
was quoted at ts and the 6 per cent de- 
bentures at 92 Costa Rica ordinary 
stock was 9 and ‘the 64 per cent debentures 
59. San Paulo ordinary units were quiet 
at 6s. 6d. Guayaquil & Quito 5 per cent 
first bonds have marked 374, and Chilian 
Northern 5 per cent debentures 26}. 

In the road transport section, Southdown 
kept steady at 29s. 9d., West Riding at 34s., 
and Lancashire Transport at 42s. East 
Kent Road Car were 23s. 9d., Devon & 
General 92s. 6d., and elsewhere, B.E.T. 
deferred stock has risen sharply to £500 
on market talk of higher dividend possi- 
bilities. 

Engineering and kindred shares attracted 
a little profit-taking after recent gains. 
At the time of going to press, Vickers have 
receded to 47s. 9d., and Guest Keen have 
been easier at 55s., though a strong feature 
was a rise to 60s. in J. Stone (Holdings) 
on the directors’ forecast of a 18 per cent 
dividend total for the past year, and of 
maintenance of this rate when the new 
capital ranks for dividend. Clarke 
Chapman were good at 64s. 44d. in re- 
sponse to higher dividend hopes, Babcock 
& Wilcox active around 71s. 6d., Tube In- 
vestments. 62s. 44d., but at the time of 
writing T. W. Ward at 78s. 9d. have lost 
part of an earlier advance. Renold & 
Coventry Chain were 39s. 6d., and Ruston 
& Hornsby 4ls. 3d. 

Beyer Peacock showed firmness a 
35s. 6d., and shares of other locomotive 
builders and engineers have been more 
active with Hurst Nelson 43s. and North 
British Locomotive 15s. 9d. Birmingham 
Carriage were 35s. 9d., while Central 
Wagon changed hands around 66s. Vulcan 
Foundry were 25s. 74d., Charles Roberts 
5s. shares 20s, 44d., Wagon Repairs 5s. 
shares 12s. 3d., and Gloucester Wagon 10s. 
shares 12s. 3d. 


















